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The western railways before applying for advances in rates ap- 
parently have adopted the policy of following some of the sugges- 
tions made by the Interstate Commerce 


Eliminating Commission in the eastern rate decision in 
Free reference to eliminating certain free serv- 
— ices. As mentioned last week, the lines in 


Western Trunk Line, trans-Missouri and 
Southwestern territories have filed tariffs cancelling the dunnage 
allowance, effective September 15; and it is now announced 
that, effective October 1, all arrangements for concentration of 
poultry, butter and eggs and other dairy products will be dis- 
continued, except on the basis of full rates in and out of the 
concentrating points. 


The Chicago roads also have given notice 
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that they will discontinue the practice of absorbing tunnel and 
lighterage charges at Chicago. The fight against the dunnage 
allowance was made some time ago, and its elimination in South- 
western territory has already been approved by the Interstate 
Commerce Commission. This will add to the revenues of the 
carriers, and some shippers protest against it as an advance in 
rates. But it means simply the withdrawal of a concession that 
has been made to the shippers during the past two years amount- 
ing to the freight rate on the weight of packing that would 
otherwise be required. The commission said: “If shippers elect 
to dispense with the use of boxes, crates and other packing 
which might be available for further use and upon the full 
weight of which the carriers would receive freight charges, we 
think the carrier offering equipment which would otherwise ade- 
quately take care of the shipment is entitled to revenue for the 
gross weight transported.” The practice of allowing the shipper 
for the actual weight of dunnage used, not to exceed 500 Ib. 
was introduced about two years ago by one road and spread 
rapidly through the West. The carriers are to be congratulated 
on having been able to get rid of it so promptly, before it at- 
tained the prestige of a time-honored custom. The lighterage 
question is likely to develop a heated controversy, but if the rail- 
ways file tariffs at the suggestion of the commission, which the 
comniission afterward suspends, the commission can hardly 
criticize them for failure to make the effort to eliminate the 
lighterage allowance. 

The substitution of trucks and elevators for the telphers in 
the Missouri, Kansas & Texas freight station at St. Louis 
marks the ‘close of one of the most in- 
teresting and instructive experiments 
ever made in freight house operation, 
and the failure is in this case fully as 
instructive as any success could have 
been. There has been a great deal of criticism of the hesita- 
tion shown by the railways in applying mechanical equipment 
to freight house operation. Some of this may have been 
justified. But in many cases the criticisms have been made 
without an accurate knowledge of the actual problems in- 
volved. In this connection it will be recalled that in the rate 
advance hearing three years ago wide publicity was given to 
statements regarding this lack of mechanical facilities in 
freight houses, and suggestions were made which the installa- 
tions at St. Louis have shown were impractical. Mechanical 
apparatus of some type will undoubtedly be developed which, 
when conditions warrant its installation, will reduce the 
amount of labor required and also the cost of handling freight, 
and at the same time will be sufficiently flexible to enable it 
to deal with the wide variety of packages encountered, and 
the experience gained at St. Louis will go far towards avoid. 
ing many of the difficulties now evident, but not realized 
three years ago. It is certain that had not this important 
experiment been made here it would have been made at some 
other point, and the railways of the entire country have 
benefited by it. 


The Katy 
Freight House 


Experiment 





A prominent railway supply man has written a letter which 
is published elsewhere in this issue, suggesting that the pur- 
chasing agents of the railways adopt a 
plan of arranging for interviews with rep- 
resentatives of the supply concerns which 
will save time and annoyance to both of 
them. The exact plan suggested by the 
writer of this letter may not be the very best one that could 
be adopted, but there unquestionably is merit in his contention 
that railway officers should co-operate with the supply men in 
some way that would save the time of both. The fact cannot 
be too strongly emphasized that the railway supply fraternity 
of this country plays a most important part in connection with 
the railway business, and that its members are entitled to be 
treated by their patrons with every consideration that the de- 


The Supply Man 
and the 
Purchasing Agent 
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mands on the time of railway officers will permit. As a purely 
practical business matter railway officers should always bear in 
mind that in the long run the railways have to pay in the form 
of the cost of railway supplies for every expense which the sup- 
ply concerns incur and that therefore to put the railway supply 
concerns to needless expense is to put the railways themselves 
to needless expense. There is no question that the supply con- 
cerns are put to needless expense in the way that our correspondent 
points out. While, however, the supply men complain that they 
are often compelled to waste time cooling their heels outside 
the doors of railway officers, the purchasing agents and other 
railway officers complain that a great deal of their time is taken 
by the calls of the railway supply men. There is room for 
improvement on both sides. The best way to make the im- 
provement would be for representatives of both sides to get 
together and adopt some common sense plan. If our corre- 
spondent’s letter should start a discussion which should lead 
to this result he would be a benefactor of both the railways 
and the supply concerns. 


CHANGING SENTIMENT TOWARD THE COMMISSION 

It is very plain to all close students of public affairs that an 
extraordinary change in public sentiment regarding the regu- 
lation of business is taking place in the United States. The pub- 
lic believes the kind of regulation which we have been having has 
been doing more harm than good, and that that is one of the main 
things that is the matter with business. Therefore, the spirit 
of radicalism is rapidly being supplanted by a spirit of con- 
servatism; and those public men and public bodies that until 
recently were popular because of the part played by them in 
regulation are fast becoming unpopular for precisely the same 


reason. 
No phase of the change that is taking place is more inter- 
esting and significant than the part of it which affects the 


Interstate Commerce Commission. Until recently the commis- 
sion could do nothing that the majority of the public, and the 
part of the press which reflected its views, did not defend and 
commend. Now it can do hardly anything that the same parts 
of the public and press do not criticize and condemn. One 
of the most significant utterances we have seen lately is an 
editorial in Collier's Weekly for September 5. Collier’s has 
long been recognized as a radical magazine. “Big business,” in- 
cluding railways, has fared ill at its hands. It has been a thick- 
and-thin advocate of railway regulation and usually a strong 
supporter of the Interstate Commerce Commission. Listen, 
now, to an editorial on the fecent rate advance decision, which 
it publishes under the caption, “A Poor Halfway Measure.” 


There has been time for the thoughtful to look into the long- 
expected freight rate decision by the Interstate Commerce Commission. 
It proves to be a_ half-baked, shuffling piece of business which settles 
nothing very much and distinctly unsettles confidence in the commission. 
The decision is based upon what we believe to be an unsound conception 
of the commission’s powers and of the nature of the railroad business. 
A regulative body of this sort is useful in proportion as it keeps in touch 
with facts and acts with quick decision on matters brought before it. 
(The recent decision was six months overdue.) Regulative bodies are 
obstructive and inefficfent in proportion as they assume to themselves the 
tardy dignity and stuffy bureaucratic fussiness of the wrong sort of courts. 
When, in addition, they wait on events and balance up what they want the 
railroads to do against what they are willing to concede to the railroads, 
the whole thing tends to become a messy sort of farce. The railroads of 
this country constitute a great national service and must be treated as 
such. Rates must be based on what is best for the country’s development, 
not on arbitrary and meaningless apportionments of expenses between 
freight and passenger traffic. Service is the goal of regulation; cost is a 
delusion. The Interstate Commerce Commission, in this decision, has 
shown itself to be, as compared with the Supreme Court, very distinctly 
on the wrong track and very distinctly employing the wrong methods. The 
final misfortune would be to have this sort of bureaucracy in full charge 
of our railroad operations as it would be under government ownership. 
We want more and better regulation of the railroad problem. 


In view of such utterances as this Congress, the administration 
and the Interstate Commerce Commission had better begin to 
wake up and look around. Such utterances are not very im- 
portant in themselves, perhaps. And a barometer is not as 


now 
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important as a storm. But as an indicator of the approach of 
a storm, a barometer is mighty important. 


RAILWAY MAIL PAY 


gene satisfaction as railway men may derive from the report 

of the Congressional Committee on Railway Mail Pay, an 
abstract of which is published elsewhere in this issue, will be 
due entirely to an appreciation of the fact that half a loaf is 
better than no bread. The committee recommends the adoption 
of car space used in the carriage of mails as the sole basis of 
compensation. If the postoffice department should make heavy 
economies in the space now used the mail pay might be reduced 
even though the rates fixed for the various amounts of space 
used were just. Furthermore, the rates suggested, which include 
both charges for terminal service and charges for line service. 
are experimental and might yield less revenue in proportion 
than the committee estimates. 

If the rates did yield what the committee estimates, it would 
not follow that they were remunerative, because the committee 
concedes that if they were applied the space in passenger trains 
used forthe transportation of mails would yield less revenue 
in proportion than the space occupied by passengers; and it 
was clearly demonstrated in the recent rate advance case, and 
conceded by the Interstate Commerce Commission, that passenger 
train earnings, even in eastern territory, are far lower relatively 
to passenger train expenses than are freight earnings relatively 
to freight train expenses, which means that passenger train 
earnings as a whole are unremunerative. This being true, it 
must follow that mail pay rates relatively lower than passenger 
rates would be decidedly unremunerative. Finally, it is not cer- 
tain that Congress will adopt rates as favorable even as those 
recommended, and which the joint committee estimates would 
increase the total mail compensation of the railways by about 
$3,000,000 a year. 

But the report has its good as well as its bad features. For 
years the postoffice department officials have been giving the 
nation the impression that the railways have been overpaid for 
carrying the mails. The joint committee severely criticizes them 
for this. It shows that the statistics prepared and estimates 
made by the postoffice department have been worse than value- 
less; that they have not only been inaccurate but have been 
cooked up for the express purpose of misrepresenting the situa- 
tion; that the postoffice officials have been living in blissful 
ignorance of the facts regarding the operations of their own 
department; that the truth is, that the railways have for years 
been underpaid for their services; that the system of computing 
mail compensation which has been followed has been wholly 
unscientific and unjust; and that the plans for readjusting mail 
pay which officials of the postoffice department have proposed 
have been crude and unfair and apparently have been intended 
to cause the railways to haul the mails at a heavy loss in order 
that the postoffice department might make a fallacious and dis- 
honest showing of profit from its own operations. It is some- 
thing to have finally got a committee appointed by Congress to 
tell Congress and the country the truth about the statistics which 
the department has prepared; about the incompetency which pre- 
vails in the department; and about the reckless way. in which 
it has sought to deal with the subject of railway mail pay. It 
is also something to have the truth regarding the unremunera- 
tiveness of the mail compensation which the railways have been 
receiving laid before Congress and the public by a congressional 
committee. 

While the recommendation that all mail pay be put on a space 
basis will not be satisfactory to the railways, those who have 
studied the subject most believe that the space basis is the most 
scientific, and that if properly used it will work out the fairest 
results. As to the rates which the committee suggests, while 
they may not be high enough, the committee recognizes the fact 
that they are experimental and provides for a reference of the 
question of their reasonableness to the Interstate Commerce Com- 
mission after they have been tried for two years. 
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Finally, a great point would be gained if, instead of granting 
the postoffice department the additional arbitrary authority over 
rates which it has sought, Congress should, as the committee 
recommends,.take from it even such arbitrary authority as it 
now has and delegate the entire fixing of mail pay rates to the 
Interstate Commerce Commission. The commission fixes freight, 
passenger and express rates, and there is neither reason nor 
justice in an arrangement under which the regulation of mail pay 
rates is withheld from it and largely delegated to the postoffice 
department. That department is, in effect, the purchaser of 
mail transportation; and it would be just as reasonable and fair 
to let shippers determine what rates they should pay to the rail- 
ways as to let the postoffice department determine what rates it 
shall pay to them. 

The report of the joint committee may prove a long step to- 
ward the solution of the difficult and vexatious problem with 
which it deals. Will the present Congress, with the information 
which is now available, proceed to deal with the problem fairly, 
or will demagogism prevail and an attempt be made to continue, 
and even increase, the spoliation which the government has 
been practicing on the railways? Public opinion recently has 
undergone a great change. The public has come to a realization 
of the fact that the railways are being dealt with unjustly and 
in a way that is seriously hurting business in general. There- 
fore, it is but a matter of time until the long-eared gentlemen 
who now arise in Congress to bray every time a railway question 
comes up will be replaced by others of some intelligence, fairness 
and brains. Of all those in Congress who in recent years have 
tried to further their political ambitions by attacking the railways 
none has been more persistently and irritatingly pestiferous than 
Senator Bristow, of Kansas. Mr. Bristow recently was defeated 
at the primaries in Kansas, which assures his retirement from 
the Senate; and the country is in a mood to send a lot of other 
statesmen of like caliber and views to join him. If, therefore, 
the present Congress does not do justice to the railways it will 
simply increase the prospects of the election this fall of candi- 
dates for Congress who have some business sense and some 
notion of what it is decent, just and expedient for the govern- 
ment to do in dealing with railways and other business concerns. 


ELECTRIC FEEDERS FOR STEAM ROADS 


HE steam railways of this country have been slow to realize 
the importance of electric interurban lines either as com- 
petitors for passenger and freight business or as feeders for 
their trunk lines. As a result fairly extensive systems of elec- 
tric roads have been developed in various parts of the country 
without attracting the serious attention of steam railroad men 
before they had begun to make serious inroads on their traffic. 
Naturally their competition was first felt in the local passenger 
business, but as the electric lines have increased their mileage 
they have had an effect on the long haul passenger business, 
and on both 1. c. 1. and c. 1. freight traffic. 

In several localities on the Pacific coast the steam railways, 
instead of allowing interurban lines to become active competitors, 
have built such lines themselves as feeders for the parent sys- 
tems. In this way they have become able to give communities 
local passenger service, which it would not be practical to 
render with steam road methods of operation, and at the same 
time have controlled the through routing of passenger and 
freight traffic competitive with other lines. If interurban roads 
throughout the country which have had no arrangements for 
the through billing of freight have been able to operate success- 
fully, it would seem that similar lines operating in conjunction 
with large roads, and receiving divisions of their through rates 
should be even more successful financially. 

The Spokane & Inland Empire, and the Oregon Electric 
lines, which are described elsewhere in this issue, are good ex- 
amples of electric line feeders. They are owned by the Hill 


Toads, and are operated in close harmony with the controlling 
Properties, 


Since the Oregon Electric is the newer line, and 
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was built by these interests, it more nearly represents their 
standards of construction for such lines. It is built to steam 
road standards, modified only where necessary to permit electric 
operation. It extends for 125 miles down the center of the 
Willamette Valley, which had previously been served exclu- 
sively by the Southern Pacific. One immediate effect of its in- 
vasion of this valley was the announcement by the Southern 
Pacific that it would electrify and extend its branch lines in 
the same territory, which work has been under way for the 
past two years. 

The development of a system of electric line feeders has 
brought forward a number of new problems of more or less 
seriousness. One of these is due to the attitude of organized 
labor. While the electric lines conform closely to steam road 
in their methods of operation, the qualifications that they re- 
quire of men in the train service are, as is the case on similar 
roads throughout the country, considerably below those required 
of men on steam roads, and a correspondingly smaller wage is 
paid. But because of the ownership of the electric lines by the 
steam roads the employees of the electric lines have sought to 
secure the standard steam road rates. Doubtless their thought 
is that once these rates have been put in effect on the electric 
lines owned by steam roads, they can be more easily established 
on all electric lines. If the employees succeed in getting steam 
road wages adopted on electric lines one of the important econo- 
mies of electric operation will be lost, and the further develop- 


-ment of such lines will be hindered. 


“PERMANENCY MAKES FOR EFFICIENCY” 


R. UNDERWOOD, president of the Erie Railroad, in 
that highly condensed lecture which he gave the su- 
perintendents at their New. York meeting, and which was re- 
ported in our issue of August 28, touched, in a dozen words, 
on one of the most important yet most difficult features of 
discipline: “Seek to instil into every employee the truth that 
each year of his service improves and cements his relation- 
ship with the company -; permanency makes for effi- 
ciency.” We have called this important because every 
superintendent desires to have employees with whom his 
friendship, as he represents the company, is “cemented”; 
and that this is difficult goes without saying, for railroad officers 
everywhere deplore the fact that their practice in this respect 
is much below their ideals. 

This state of things is not strange. In all walks of life, 
words of censure for misconduct are necessary and are 
familiar in everybody’s experience; while words of com- 
mendation for good conduct freeze on our lips—if they get 
so far as the lips. Cementing things together is a process 
not always easy to explain. Chemists tell us that in old 
brick walls the mortar and the bricks are found to have 
united in a way which cannot be explained, so that the union 
between the mortar and the bricks is stronger than the co- 
hesion in the brick itself, or in the mortar, by itself. So in 
the relations between employer and employee; there is not 
a new cementing each year, but the strength of the original 
union should increase. In notable instances, which every 
reader can recall, this strengthening does occur; and usually 
its causes are as hard to define as is the mysterious condition 
of the brick wall. 

A superintendent has, let us say, 100 men of a certain 
class. Ten of them have been reprimanded or otherwise 
talked with during the past year concerning derelictions (and, 
incidentally, their good qualities or good acts have perhaps 
been mentioned); five have been commended for some specific 
act; and 85 do not appear on the record; there has been no 
formal communication concerning the quality of their work 
or conduct. It must be presumed that their services were 
satisfactory. What can be done to better encourage this 
larger number. They may feel as though they had been ignored. 
To strengthen their loyalty something more definite is needed. 
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Everybody admits that something ought to be done; but what, 
when and how? 

One superintendent says that the pay envelope answers 
the question. Agreeing, for the moment, with this view, it 
is safe to say that the great majority of officers would like 
to add something more, even if there be nothing owing to 
the employee. Should a letter or message go with every 
pay envelope? That would make the thing too common. 
The three-line paragraph from the directors, at the end of 
their annual report to the stockholders, stands at the opposite 
extreme. This expression of appreciation is so very general 
that it has no effect at all. A circular from the general man- 
ager, sent separately in envelopes, orie to each employee,-is an 
improvement on the directors’ method; but still it is pretty vague. 
Speeches at meetings for “safety-first,” or other purposes, are 
also unsatisfactory. 

The need is for an individual communication; a letter or 
message known by the recipient to be based on thoughts 
concerning him, and referring to no other employee. On 
one road, the name of which we do not recall, a brief com- 
mendatory letter was sent, one December, to each employee 
whose record for 12 months was clear, and the result was 
very gratifying. Credits for specially meritorious acts, to be 
entered in a printed monthly bulletin, are now common on 
many roads. These seem to be quite generally liked; but 
one hears frequently the objection that it is not good prac- 
tice to commend a man for doing his simple duty. To make 
a distinction between what is in the line of duty and what 
is not, is often difficult. And there is the more serious ob- 
jection that the rewards are very unequal. The most vigilant 


telegraph operator may wait five years, or even ten, before 
he sees a fallen brakebeam in a passing freight train; while 
some comparatively lazy young novice may in the meantime 
get his name in the record by good luck. The publication 


of these commendatory bulletins, however, is a move in the right 
direction. If any ill effects shall result from their use, the need 
will be not for abolition but for correction. Can this feature 
be improved? 

The reader will recall the paragraph, printed in our ac- 
count of discipline without suspension on the Baltimore & 
Ohio, on January 16 last, which tells of a conductor who had 
a clear record—a blank page—and who procured a copy of 
that page and framed it, to hang up in his home, where the 
eloquent emptiness of the sheet would be a constant incentive 
to him to keep it empty. That is a very good idea. Would 
it not be a good stimulus for any conductor to make use of? 

What can a superintendent do to improve on a blank sheet 
as a record of satisfaction with a conductor’s or an engine- 
man’s service. This is not being written with the expectation 
of answering this question, but rather to give prominence to the 
subject with the hope that it may cause railway men to give 
the matter increased attention. But it is easy to imagine a super- 
intendent, one who has the constant aid of two or three train- 
masters and a dozen active inspectors, who at least once a year 
would have the material for a brief letter to each employee—at 
least to each of, say, the 20, 30 or 40 best men in the supposed 
hundred—in which should be made definite mention of the work 
that that employee has done. 

Is this a fantastic ideal, outside the range of practical 
railroading? Would the expenditure of time and money be 
any more of an extravagance than the inspection (and the 
accompanying reporting) that is expended on rails, locomo- 
tives, air brakes, lawsuits and other things? 

The following paragraph is an extract from the plea made 
by a veteran conductor who recently went before his super- 
intendent as spokesman of a committee to ask for the adop- 
tion of some plan by which adverse entries might be offset 
by—something; presumably by a series of months showing 
nothing unfavorable. It voices a feeling that is very common: 


When a man is young he is careless, and he treats suspensions and 
reprimands, fines and cautions lightly. Why? Because he has not reached 
that age yet where he sits down to think. But when he reaches my age, 
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and possibly a little younger, that foolishness has all left him, and I 
tell you it is not a question of a day, nor is it a question of a week, or 
of the loss of the time; it is the humiliating feeling that comes to a 
man, who is striving to do his best. There is only one side of the 
ledger when you go to look at your record—and I am ashamed of mine. 
I have seen it; three pages, representing 30 years. A man sees nothing 
there but his shortcomings; no matter what he has done that may be 
commendable, it does not appear. It has appeared in some way in times 
gone by, but either it has been lost, or has been carried out by the scrub- 
woman; it is not there now. In such a situation a man feels sore. Can 
there not be some rule adopted whereby discipline could be imposed and 
yet the men given a chance to wipe some of it out? We have thought 
from time to time it would be an excellent thing if we were permitted 
in some way to clear up the record. I feel satisfied that if Mr. X., the 
superintendent, got my record and looked it over he would be fair enough 
to ascertain whether I was improving, or whether I was going back; and 
I think he would give me an opportunity if I showed a disposition to 
brighten that record; but Mr. X. may leave here and some other gentleman 
may come to take charge, and not seeing anything good on that record, 
nor knowing anything more about it, he might not be as liberal as Mr. X. 
He would see that record, three pages in thirty years, and say at once, why, 
that man is not fit for the service at all. And I might have got all the 
unfavorable entries in the first ten years. 


Cannot some definite response be made to such a plea? 


It is the general understanding that those roads where 
Brown’s discipline is in effect and where demerits are reg- 
ularly wiped out by the lapse of time—a certain number of 
clear months for a certain number of “days”’—have not 
been so thoroughly satisfied with the plan as to lead other 
roads to adopt it. What is the reason for this? 


BUFFALO, ROCHESTER & PITTSBURGH 


eee as gross and net earnings were concerned, the fiscal 

year ended June 30, 1914, interrupted the quite remarkably 
steady growth in prosperity that has been shown by the Buffalo, 
Rochester & Pittsburgh since 1909. Insofar as the development 
of the property, improvement in organization and the funda- 
mentals of progress were concerned, there was no interruption. 
In brief, the Buffalo, Rochester & Pittsburgh in 1914 earned 
gross a quarter of a million less than in 1913, due to loss in coke 
and general merchandise traffic; spent in operating expenses a 
quarter of a million more than in 1913, due to increased trans- 
portation expenses; and had about $200,000 less other income, 
finishing the year, therefore, with net corporate income of $1,- 
355,000, as compared with $2,127,000 in 1913. Dividend require- 
ments, with both common and preferred on a 6 per cent annual 
basis call for $990,000. Six per cent was paid on both the common 
and preferred in the 1914 fiscal year, but since the close of the 
year the rate on the common hds been reduced from 3 per cent 
semi-annually to 2 per cent. This reduction in the dividend rate 
reflected, however, the conservatism of Buffalo, Rochester & 
Pittsburgh policy rather than necessity. 

The company operates a total of 586 miles of line, of which 
207 miles are double track. The road is an independent north 
and south line, running between the Pittsburgh district and Lake 
Erie via the bituminous coal and coke fields of Pennsylvania, 
and in active competition with the Pennsylvania Railroad and, 
to a less extent, with the New York Central Lines. It is, as 
would be expected in this territory, a line with rather heavy 
grades, a large percentage of coal and coke traffic, and a quite 
heavy density of passenger business. The mileage of line oper- 
ated has increased since 1909 by only 13 miles, while the earn- 
ings have been as follows: $7,608,000 in 1909, $9,486,000 in 1910, 
$9,973,000 in 1911, $10,322,000 in 1912, $11,959,000 in 1913 and $11,- 
528,000 in 1914. 

The Buffalo, Rochester & Pittsburgh has, moreover, succeeded 
in doing what comparatively few roads in eastern United States 
have done, namely, conserved to the owners of the property 4 
portion of the increase in gross. Thus net earnings in 1909 were 
$2,810,000; in 1910, $3,394,000; in 1911, $3,615,000; in 1912, $3.- 
654,000; in 1913, $4,077,000, and in 1914, $3,356,000. 

One of the most important elements in this growth of net earn- 
ings, despite the annually increased cost of doing business, has 
been the equal development of each part of the property to "' 
into a general scheme of betterment. The development, of course, 
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has been intensive. The extensions which have been made since 
1909 were extensions of branches into the coal fields necessi- 
tated by the exhaustion or partial exhaustion of the more read- 
ily accessible mines. It is impossible to go into a detailed de- 
scription of this carefully carried out general scheme of de- 
velopment, and yet the scheme itself consists of a great mass 
of detail. In 1909 and 1910 the management began replacing 
Consolidation locomotives with Mikados, but before this pur- 
chase had been made, heavier rail and ballast had been installed, 
so that by the time the Mikados were delivered the districts for 
which they were destined were in shape to utilize them to the 
fullest extent. Since then, while no spectacular expenditures were 
made for additions and betterments, a comprehensive plan of 
relaying with heavier rails, bringing bridges up to Cooper E 60, 
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The Buffalo, Rochester & Pittsburgh 


Strengthening embankments and increasing engine house facili- 
ties has been going on. 

In 1914 the Buffalo, Rochester & Pittsburgh for the first time 
ordered Mallet locomotives. This illustrates quite well, although 
it does not begin to describe, the policy which the management 
of the property has pursued. ‘With the grades which the road 
has there was no doubt probably in the minds of the manage- 
ment, even earlier than 1909, that Mikados could be used 
economically on nearly the entire line and that on considerable 
Portions of the line for certain classes of traffic Mallets could 
be made to effect a saving; but the company had its Consoli- 
dation locomotives. It was able through improvement in organ- 
ization to earn an increased profit with the increase in business, 
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and instead of selling a large issue of securities to buy heavier 
locomotives and then to strengthen the road so that these loco- 
motives could be used, the change was made gradually, so that 
the value of the older and lighter locomotives in service was 
gotten out of them before they were retired, and the increase 
in traffic was made to more than pay for the increased interest 
charges resulting from improvement to roadway and track. 

The reduction of dividends is another aspect of this same 
progressive conservatism. It was thought better for stock- 
holders to sacrifice a part of their present income rather 
than to narrow the margin of safety between dividend require- 
ments and amounts available for dividends which for a number 
of years on the Buffalo, Rochester & Pittsburgh have been kept - 
ample. 

Of the $10,710,000 operating revenues in 1914, 85 per cent was 
from freight and 11 per cent from passengers. Freight revenue 
was less in 1914 by $258,000 than in 1913 and passenger revenue 
more by $57,000, the net loss in total operating revenues amount- 
ing to but slightly over 2 per cent. This loss was almost entirely 
due to a decreased tonnage of coke carried and to decreases in 
the tonnage of iron ore and manufactures. Bituminous coal 
furnishes the largest proportion of the traffic, and in 1914 
8,176,000 tons of coal were carried out of a total tonnage han- 
dled by the road of 12,295,000 tons. In 1913 the coal tonnage 
was 7,980,000 tons and the total tonnage handled 12,490,000 tons. 
The increase in coal tonnage was despite the fact that most of 
the collieries on the road were idle for all of April and nearly 
fwo weeks of May, due to a cessation of work during an ad- 
justment of the miners’ wage scale. The loss in coke traffic was, 
of course, because of the depression in the iron and steel trade. 
It is indicative of the soundness on which the growth of Buffalo, 
Rochester & Pittsburgh business rests that in a year of very 
marked depression freight traffic earnings should have fallen off 
only about 2 per cent and passenger earnings actually increased. 

The increase in expenses amounted to 3.55 per cent. The fol- 
lowing table shows the percentage of each class of expenses 
to total operating revenues: 


1914 1913 

Maintenance of way and structures.......... 13.52 14.23 
Maintenance of equipment.....cccccececseces 20.69 19.74 
"DESIG CRPOCTRES: 6600s 6.06 0diae0eis 6:00 twee a49'9'0 1.41 1.30 
Transportation EXPENSES ...cccccscccsecccces 36.23 Sacak 
GERETAL 'CXDONRED  os5 o 6.6 6 cece cedicecerseessne's 2.27 2.05 
"TOR cccniew sc ccexasevanuian saa tenmeees 74.12 70.03 


It will be noticed that the larger part of the increase in ex- 
penses came in transportation expenses. Detailed expense ac- 
counts throw some light on this increase in transportation ex- 
penses in the face of a decrease of 2.96 per cent in the ton mile- 
age hauled. Fuel for road locomotives cost $773,000 in 1914 as 
against $795,000 in 1913, a decrease of between 2 and 3 per cent. 
Wages of road trainmen amounted to $563,000 in 1914 and 
$494,000 in 1913; in other words, where economy could effect a 
saving, a saving was made, and where the full-crew bill com- 
pelled a useless expenditure it was necessary to show a loss. 

Despite the slight increase in passenger business there was a 
decrease in the mileage of revenue passenger trains from 1,378,000 
in 1913 to 1,367,000 in 1914; but in freight service, with a decrease 
of over 2 per cent in ton mileage there was a very slight decrease 
—from 2,837,000 to 2,816,000—in the mileage of revenue freight 
trains. Stated in another way, the average revenue trainload in 
1913 was 710 tons, and in 1914, 694 tons. This decrease in train- 
load was due entirely to changes in the direction and char- 
acter of the traffic. The number of tons of freight per loaded 
car was 35.74 in 1914 as against 34.61 in 1913. Car loading, 
which has been improved steadily on the Buffalo, Rochester & 
Pittsburgh since 1909 and which is high, was still further im- 
proved in 1914. On the other hand, loaded cars were but 58 per 
cent of the cars in freight train in 1914 as against 60 per cent in 
1913. Mention has already been made of the loss in the tonnage 
of iron ore. Iron ore moves south in coal cars and the utilization 
of these cars. which would otherwise have to run empty south- 
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bound, has been one of the very important factors in the larger 
revenue trainload in recent years. A falling off in iron ore traffic, 
therefore, with an increase in coal traffic, automatically increases 
the empty car mileage and decreases the average revenue train- 
load. 

There is another factor which has probably increased trans- 
portation expenses, and that is the fact that a larger proportion 
of the coal each year comes from mines further away from the 
main line. This is not reflected in a longer average haul of all 
freight, probably because of other changes in traffic conditions 
which offset it, but it is nevertheless a cause of increases in the 
transportation expenses. 

In 1914 the Buffalo, Rochester & Pittsburgh spent $1,629,000 
for new equipment and $1,893,000 for additions and betterments 
to roadway and structures. The company appropriated out of 
income $348,000 for equipment agreement sinking funds, and sold 
$2,000,000 equipment trust certificates dated July 1, 1913; $887,000 
equipment trust bonds authorized in 1910, and $1,400,000 consoli- 
dated mortgage 4% per cent bonds, retiring various amounts of 
equipment trust bonds maturing under the trust agreements, with 
the net result of an increase of $3,668,000 on the outstanding 
funded debt of the company, with no increase in the amount of 
outstanding stock. At the beginning of the year there were no 
loans and bills payable, and at the end of the year there were 
$47,000 loans and bills payable. Cash on hand at the beginning 
of the year amounted to $1,620,000, and at the end of the year 
to $1,228,000. . 

The following table shows the principal figures for operation 
in 1914 as compared with 1913: 

1913 

576 
$9,411,879 
1,127,612 
10,947,246 
1,557,963 
2,161,210 

141,659 
3,580,617 

224,441 
7,665,891 

216,000 
3,057,990 
4,076,708 
2,126,994 


1914 
586 
$9,153,942 
1,184,417 


Mileage operated 
Freight revenue 
Passenger revenue 

Total operating revenue 10,709,535 
Maint. of way and structures 1,447,953 
Maint. of equipment 2,216,194 
Traffic expenses 150,553 
Trarsportation expenses 3,880,160 
General expenses 243,202 

Total operating expenses 


Operating income 
3,355,798 
1,354,784 


Gross corporate income 
Net corporate income 
Appropriated for pension and insurance 
16,432 


funds 1 
74,104 125 


Appropriated for new equipment 
retirement of 


,498 
796 


Appropriated fot equip- 
ment bonds 
Dividends 


Surplus 


274,247 
990,000 


323,000 
990,000 
686,701 


NEW BOOKS 


Poor’s Manual of Industrials for 1914. Published by Poor’s 
Railroad Manual Company, 535 Pearl street, New York. 


2,500 pages. 


The publication of this fifth edition of Poor’s Manual of Indus- 
trials completes the Poor’s Manual for 1914, which is in three 
volumes, the Manual of Railroads, the Manual of Public Utilities 
and the Manual of Industrials. Long before the Interstate Com- 
merce Commission or any other government body had begun 
to collect scientific and intelligible figures in regard to railroads, 
Poor’s published an authoritative. and comprehensive manual of 
statistics of railroads in the United States that was indispensable 
to bankers and investors. With the great growth in industrial 
corporations within the past ten years there has grown up a 
need for an accurate and comprehensive manual of industrials 
comparable to the need for statistics in regard to railroads in 
the eighties. While, of course, it is far more difficult to get 
uniform and comprehensive figures for industrial corporations 
than for public utility and railroad corporations, the Pocr’s In- 
dustrial Manual contains a really remarkably accurate set of 
income accounts and balance sheets, many of them in compara- 
tive form. 
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CO-OPERATION BETWEEN SUPPLY MEN AND PURCHASING 
AGENTS 


Cuicaco, Ill., August 7, 1914, 
To THE Epitor oF THE RaiLway AGE GAZETTE: 

At the present time when economy is being preached and 
practiced by the railroads, and of necessity also by the concerns 
engaged in the railroad supply business, a practice exists on the 
part of the railroads which puts the supply companies to a 
heavy, needless expense. 

I refer to the fact that a majority of the railway purchasing 
agents, especially those with offices in Chicago, are not willing 
or able to make definite appointments for interviews. It is 
therefore necessary for a supply company representative, de- 
sirous of an interview, to call at the purchasing agent’s office 
and wait an indefinite length of time. A wait of an hour is, 
I am sure, considerably less than the average. When it is con- 
sidered that frequently the callers are executive officers of their 
companies, and that almost all of them are high salaried men, 
it will be seen that an hour wasted out of a day is a large waste, 
and that when this is multiplied by the number of officers and 
the number of men waiting, the total waste is enormous. 

This is not intended to apply to the chief clerks of purchasing 
agents, who see many representatives on questions of detail. 

As a remedy for the condition cited, I would suggest that the 
purchasing agent set aside an hour and a half in the morning, 
say from 10:30 to 12:00, and the same length of time in the 
afternoon, say from 2 to 3:30, for interviews. This time could 
be divided up into ten minute intervals on a sheet and put into 
the hands of a secretary; these appointments to be adhered to 
strictly, not only by the caller but by the purchasing agent; the 
interview to be terminated at the expiration of the time allotted. 

I appreciate the fact that the purchasing agent at present is 
frequently interrupted by other officials of his own road and by 
the telephone, but I do not believe it would be difficult to get 
the co-operation of other railroad officers, and undoubtedly the 
telephone messages could be handled for the purchasing agent 
during the time set apart for interviews. 

The advantage to the purchasing agent would be that he 
would always know in advance who was calling and could pre- 
pare himself by reference to his files, etc., when necessary. 

I understand that some time ago one of the large railroads 
contemplated moving its purchasing agent’s office to a loca- 
tion considerably removed from the business section of Chicago. 
A protest was made to the officials by the purchasing agent on 
the ground that the heads of the various supply companies would 
not call on him at that distant location, and that he considered 
frequent interviews with them very essential. On this account 
the change of location was not made. 

I am confident that there are at present many executive 
officers of supply companies who would like to call on the rail- 
roads, but are deterred by the long waits necessary and the un- 
certainty of being able to get any interviews. 

I believe some plan of the kind suggested would be to the 
advantage of both the railroads and the supply companies, and 
I am sure it would result in a great saving of time and money 


to the supply companies. RarLway Supply Man. 


Raitway Extension In ArGENTINA—The Argentine chamber 
of deputies has sanctioned a bill granting a concession for a rail- 
way from Rosario to Rufino. 

Rotiinc Stock For ITALIAN STATE RaiLwAys.—Contracts aggre- 
gating $10,446,974 have just been awarded to 17 Italian firms ‘of 
building 885 baggage and passenger cars and 4,481 freight cars 
for the Italian State Railways. 











Hill System Electric Lines in the Northwest 


The Development of High Grade Interurbans as 
Freight and Passenger Feeders for Trunk Roads 


In spite of the rapid development of electric interurban lines 
throughout the country, the railroads, especially in the eastern 
and central states, have given relatively little attention to the 
possibilities of such lines as feeders for their main trunk lines. 
The roads on the Pacific coast have been the first to realize the 
opportunity for development in this direction on a large scale, 
and it is here that the greatest progress has been made. Over 
1,500 miles of such lines are now in active operation under the 
control of the Southern Pacific and the Hill Lines, the former in 
the vicinity of Los Angeles, San Francisco and Portland, and the 
latter near Portland and Spokane. These lines are more than 
the ordinary interurbans in that they compete actively for all 
classes of freight as well as passenger traffic, and have the same 
standards of equipment and construction as steam roads. 

The lines of this nature most nearly approaching steam road 
standards of construction, operation and traffic, are the Spokane 
& Inland Empire system, extending south and east from Spo- 
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Maps Showing Lines of Oregon: Electric and United Railways on 
Left and Spokane and Inland Empire on Right 


kane, and the Oregon Electric-United Railways line, in the 
Willamette Valley south and west of Portland of which are 
Hill properties. These systems compete actively with the steam 
roads for all classes of traffic in highly compétitive territory and 
participate in through rates with the owning and other com- 
panics, 


PHYSICAL CHARACTERISTICS OF THE INLAND EMPIRE 

The Inland Empire is the older of the two lines, and extends 
from Spokane south to Colfax, Wash., and to Moscow, Ida., and 
also east to Coeur d’Alene, Ida., and Hayden Lake, with a total 
of 177 miles of main line. In addition, this company also op- 
erat«s 36 miles of street railway lines in Spokane, which, how- 
ever, will be excluded from this study. The lines south, com- 


moniy termed the Inland division, are single track throughout, 
thi] 1Q . c ’ S18, so . 

While 18 out of 41 miles of the Coeur d’Alene division is double 
trac hese two lines were built separately in 1906, and were 


- days during the summer. 





They were ac- 


consolidated under one management in 1908. 
quired by the Great Northern and Northern Pacific in 1911. 
They are operated entirely separately from the parent com- 
panies, but are under the executive control of the Spokane, Port- 
land & Seattle. 

The Inland division crosses a rolling country with a maximum 
grade of 2 per cent and a maximum curvature of 12 deg., al- 
though only a few curves of this high degree are found. The 
longest grade is nine miles against southbound traffic a short dis- 
tance out of Spokane. The maximum grade on the Coeur 
d’Alene division is one per cent. No reduction of grades has 
been undertaken since the present owners assumed control of 
the property. aithcugh numerous high timber trestles have been 
filled. Passing tracks are placed at intervals of about three miles 
with numerous intermediate spurs. The tratk is laid with 70 lb. 
rail on gravel ballast. 

For the first 20 miles the Inland division traverses a rapidly 
developing fruit country, which merges south of Freeman into 
the wheat area known as the Palouse country. The Coeur 
d'Alene division traverses a country devoted largely to fruit rais- 
ing, with many summer resorts in the vicinity of Coeur d’Alene 
and Hayden Lake. The territory south of Spokane is compet- 
itive with the Oregon-Washington Railroad & Navigation Com- 
pany and the Northern Pacific, while the line east is paralleled 
by the Chicago, Milwaukee & St. Paul and the Northern Pacific. 

At Spokane the passenger trains proceed over city streets for 
about a mile to a terminal in the center of the city, shown in 
one of the accompanying photographs. Freight trains are as- 
sembled in a separate freight yard located between the yards of 
the St. Paul and the Great Northern, with transfer connections 
with all roads. Physical connection is also made with the North- 
ern Pacific and the Oregon-Washington Railroad & Navigation 
Company at Moscow. The terminals at Spokane are adapted 
for the handling of all classes of traffic ordinarily found on 
steam roads, while the station facilities at the smaller towns, in- 
cluding combination freight and passenger stations, house tracks 
and side tracks, are also similar. 

All trains are operated electrically. The company has its own 
hydro-electric power plant on the Spokane river, nine miles be- 
low Spokane, where it now generates about. 11,000 h. p., about 
4,500 h. p. of which is sold to outside parties. The Inland di- 
vision is operated on 6,600 volts, alternating current, while the 
Coeur d’Alene division uses 650 volts, d. c. A 46,000-volt line 
supplies current to substations spaced at intervals of 12 miles 
along: the Inland division. The overhead line is of catenary 
construction. 

The motive power consists of six 47-ton and five 72-ton single 
phase, a. c., and two 37-ton d. c—600 volt locomotives. On the 
Inland division, two locomotives are commonly operated in mul- 
tiple on freight trains, two of the lighter ones hauling 450 tons 


-and two of the larger ones 630 tons on the maximum grade. On 


the Coeur d’Alene division they are operated singly, a 37-ton 
locomotive hauling as high as 725 tons: Two of the a. c. loco- 
motives make the trip from Spokane to Moscow and return, 180 
miles, with a local freight carrying full tonnage daily, in 12 hours 
and 45 min. regularly. 
INLAND EMPIRE TRAFFIC 

An average of over 3,000 passengers are handled daily on the 
Spokane & Inland Empire, and the number exceeds 4,600 on Sun- 
The passenger receipts last year were 
over $565,000, forming practically half the total revenue. Three 
trains are operated each way daily from Spokane to Colfax and 
to Moscow and nine to Coeur d’Alene. The passenger business 
is especially heavy on this latter line with a considerable com- 
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muter traffic and two daily boat trains each way during the 
season of navigation which connect with steamers for Harrison 
and St. Maries. These latter trains run through without stops, 
making the 32 miles in 55 min., including crossing nine streets 
at grade entering Spokane. As indicating the heavy passenger 
traffic handled at certain times, 1,085 special trains were run 
on this line during the 55 day racing season at Coeur d'Alene 
in 1912. Parlor cars are operated on the four limited trains on 
this division. Great Northern express and United States mail 
are carried on several trains on each line. 

However, it is the freight traffic which presents the greatest 
opportunity for development. About 75 carloads of freight are 
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15 to 20 cars being given these two roads daily, aside from the 
heavy wheat business, most of which is also long haul traffic. 

The heaviest carload traffic consists of wheat from- the Palouse 
country, about 3,000 cars being brought into Spokane last year, 
most of which were billed to Tacoma, Seattle and Portland. 
Forty-two warehouses have been erected at various points along 
the line with a capacity of over 4,000,000 bu. Considerable lumber 
is also hauled out for eastern points, an average of about 10 
cars being turned over to the Inland Empire by the Washington, 
Idaho & Montana at Palouse daily, in addition to some at other 
points. 

The carload fruit business is growing rapidly, in addition to 











Passenger Terminal at Spokane One Block North of the Post Office 


handled. daily, two-thirds of which originates on the Inland 
division. This traffic consists principally of grain, lumber, fruit, 
stock and merchandise. One regular freight train leaves Spokane 
about midnight daily for each branch of the Inland division, 
making the round trip in about 12 hours, while two freights 
are operated each way daily to Coeur d’Alene. Extra freights 
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are run as required, an average of three being operated daily on 
the Inland division during the fall wheat rush. Previous to their 
acquisition by the Hill lines, through carload freight originating 
on these lines was turned over to different roads at Spokane 
indiscriminately. Now, however, as much of it as possible is 
routed over the Great Northern or the Northern Pacific, from 


+ 





Main Freight Terminal in Spokane 


As _ indicating 


which much is handled by express and 1. c. 1. 
the possibilities along this line, 13 cars of berries and several cars 
of cherries were shipped in one week from one station, while a 
special train consisting of 12 cars of fruit was brought from 


Moscow to Spokane. To accommodate the heavy 1. c. 1. fruit 

business, a tri-weekly refrigerator service is operated on all 

lines, generally requiring two or more cars on each train. 
About 18 cars of 1. c. 1. freight are loaded at Spokane daily. 











Typical Combination Passenger and Freight Station on the Inland 
Empire at Palouse, Wash. 


Freight received up to 5 p. m. is despatched on night trains for 
delivery at all stations along the line at 6 o’clock the following 
morning. In addition, local freight received up to 11 a: ™. 
daily at Spokane is delivered at Coeur d’Alene at 1 o’clock the 
same afternoon. Solid cars are loaded for Colfax, Moscow, 
Palouse and Coeur d’Alene, while two solid cars are loaded ‘or 


points on the Washington, Idaho & Montana points via Palouse, 











and peddler cars serve other points. During the season of navi- 
gation at least three cars of 1. c. 1. traffic are also delivered daily 
to the boats at Coeur d’Alene for St. Joe, St. Maries and inter- 
mediate points. As indicating the extent to which this road is 
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Typical View on Inland Division Showing Track and Single Catenary 
Construction for a. c. Operation 





enabled to meet competition, it secures over 90 per cent of the 
1. c. 1. business from Coeur d’Alene in competition with two 
other lines. 
PHYSICAL CHARACTERISTICS OF THE OREGON ELECTRIC 
The Oregon Electric is a more recent development of the Hill 
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lines, and is another example of the competition existing between 
the Hill and Harriman interests in the northwest, as it extends 
up the productive Willamette valley, long a stronghold of the 
Southern Pacific. The Oregon Electric operates from Portland 
south through Salem and Albany to Eugene, Ore., a distance of 
122 miles, with a branch from Garden Home to Forest Grove 
19 miles long. It was originally built to Salem and to Forest 
Grove as an interurban road and was purchased by the Hill 
lines in 1910. Work was immediately begun on an extension 
to Eugene, which was completed in October, 1912. At the same 
time the Oregon Electric was purchased, the Hill lines also 
secured control of the United Railways operating from Portland 
west into the Tulatin valley, and have since extended it west 
12 miles to Wilkesboro. The United Railways also possess valu- 
able franchises for operation over city streets in Portland. While 
both lines are now owned by the same interests, they are still 
operated independently in all except executive matters. 

Since taking control, the new owners have built these exten- 
sions and have revised the old line so that they now conform 
to steam road standards of construction. The line to Eugene 
is located with long tangents and light curves, having one 24-mile 
tangent south of Albany and another 17 miles long north of 
Salem. South of Salem the maximum curve is 3 deg. and the 
maximum grade 0.4 per cent., while it is planned to revise the 
grade north of Salem to a maximum of 0.5 per cent. As in- 
dicating the character of construction, the Willamette river is 
crossed south of Harrisburg with three 200 ft. through truss 
spans and a 100 ft. through girder span at each end, and a trestle 
approach across the low lands, while the Santiam river is 
crossed with seven 175-ft. truss spans and 3,000 ft. of trestle 
at each end. The track is laid with 75-lb. rails with heavy angle 
bars, with welded bonds. Eighteen ties, full tie plated, are used 
per rail with 8 in. of gravel ballast under the ties. South of 
Salem 2,000 ft. sidings are provided at intervals of four miles. 
Except in cities, the line is built throughout on private right 
of way ot 100 ft. width. 

Power is purchased by contract from hydro-electric plants 
with auxiliary steam units and 33-cycle current is ‘transmitted 
at 60,000 volts for a maximum distance of 120 miles. It is de- 














A Freight Train on the Inland Division 
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livered to the cars and locomotives from a trolley, carrying 
1,200 volts d. c. by means of a trolley pole rather than a panto- 
graph. This line was changed over from 600 volts d. c. in 1912, 
at which time the spacing of sub-stations was increased from 
12 to 18 miles. The United Railways was changed over to the 
same system in July, 1913. The sub-stations are of concrete 
construction and contain one 500 k. w. generator with room for 
another whenever it may be needed. A triple cottage is pro- 
‘vided at each station for the three attendants and their families. 
One 500 k. w. portable sub-station has been built on a steel car 
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the wholesale district and removes this traffic from the main 
residence streets, while a similar line has also been built at 
Albany. A second track was also built south to Garden Home 
last year. In connection with the construction of this second 
track, alternating current, automatic signals were installed. 


TRAFFIC ON THE OREGON ELECTRIC 


Both passenger and freight traffic is actively solicited in com- 
petition with the Southern Pacific and its subsidiary, the Port- 
land, Eugene & Eastern. Five passenger trains are operated 
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Delivering Wheat to an Inland Empire Warehouse in the Palouse Country 


for use at burn-outs and in handling peak loads. It was also 
used when changing over from 600 to 1,200 volts. 

Eight locomotives weighing 60 tons each with 19,000 Ib. 
tractive effort when running, and 32,000 lb. when starting, are 
required on the Oregon Electric and one on the United Rail- 
ways. These locomotives haul 500 tons on the ruling grades. 

The overhead construction consists of a single 45 ft. pole 
with a bracket supporting a catenary, which in turn carries the 
aluminum strand transmission wire. Guy poles are placed on 
A telephone line was built independently at one side of 
the right of way. As a means of increasing the life of the 
poles the Orr system of reinforcement is used, consisting of a 


curves. 
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One of the Larger Bridges on the Oregon Electric 


concrete collar reinforced at the ground line and costing about 
$9 per pole. All pole butts are treated with creosote or carbo- 
lineum before setting and each pole is inspected annually. 
Among the numerous improvements which have been made 
_on this line during the past few years is a five mile cut-off be- 
'tween Orenco on the Oregon Electric and Helvetia on the 
United Railways, which will eliminate the necessity of hauling 
freight through the streets of Portland, and gives direct access 
to the common yard of the Hill lines at that point. At Salem 
a detour line two miles long for freight traffic passes through 


each way daily between Portland and Eugene, two of which 
are limited trains making the run of 122 miles in four hours. 
Two additional trains are run from Portland as far as Albany, 
and three more to Salem. All these trains carry at least two 
cars and most of them three cars. Buffet parlor cars are car- 
ried on the limited trains, and one sleeping car is operated each 
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Automatic Signals at Entrance to Passing Track on the Oregon 
Electric 
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way between Portland and Eugene nightly. All through trains 
carry express, the Great Northern having replaced Wells Fargo 
& Company on August 1, 1913. The express business has de- 
veloped very rapidly, especially in milk and berry traffic, and 
six express cars have recently been purchased for this special 
use. Although most of this line has been in operation less than 




















Oregon Electric 60 Toh Freight Locomotive 


two years, a very satisfactory passenger business has already 
been developed. 

Equally, promising with the rapid development of the pas- 
senger traffic is the growth in both 1. c. 1. and carload freight 
traffic. One through freight trzin is operated each way nightly 
between Portland and Eugene, and another between Portland and 
Forest Grove, while a local freight is operated between Port- 
land and Salem three times weekly. Merchandise is accepted 
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The principal commodities shipped in carload lots are: cord 
wood, hops, fruit and lumber. The hop movement is especially 
heavy, and is rapidly growing, over 200 cars being shipped 
during the fall of 1912, shortly after the line was opened and 
before complete facilities could be provided. Hop warehouses 
have since been built at several points along the line. Much 
cord wood is also shipped locally to Portland for fuel, while 
considerable quantities of fruit are handled for Portland and 
for eastern points. Practically all of the hops go to New York 
and other eastern points, the Hill lines securing the through 
routing to Chicago. This illustrates an important advantage re- 
sulting from the control of these lines as feeders, over 25 per 
cent. of the carload freight handled on the Oregon Electric 
being billed through over the other Hill lines. In this con- 
nection it is instructive to note that, whereas, the Hill lines 
secured only 40 per cent. of the freight moving through Port- 
land a few years ago, they now secure over 60 per cent. of 
all this traffic. On the Oregon Electric proper about 50 cars 
of freight are being handled daily. 

In addition to this road business, the United Railways does 
a switching business among industries along its tracks in Port- 
land for all roads. Several tracks are laid in the city streets, 
through the wholesale district, and two electric locomotives are 
employed in switching here during the night. Cars are placed 
opposite the different warehouses during the evening, and are 
removed early in the morning. .In this way these industries are 
railway facilities without noticeable 
street traffic, and cars can be loaded or unloaded without the 
necessity of trucking through the street. From 15 to 20 cars 
are handled nightly in.this way, this switching service being 
performed for all roads. “= 

All trains on the Oregon Electric, the United Railways and 
the Spokane & Inland Empire are operated under standard 
steam road rules, modified where necessary to adapt them to 
electric operation. Many of the employees were transferred 


given inconvenience to 














Limited Passenger Train With Parlor Car on the Oregon Electric 


at Portland up to 5:30 p. m. for these trains leaving at 8 o'clock, 
and is unloaded at all stations for delivery at 7 o’clock the fol- 
lowing morning. Full cars of 1. c. 1. freight are loaded for 
Salem, Albany and Eugene with peddler cars for other points. 
In addition to Portland, freight houses have been built at Salem 
and Eugene with team tracks, eight such tracks with a capacity 
of 25 cars being provided at Eugene. The regular night freights 
Place the cars on these tracks, and on the industry spurs, so as 
to require no further switching. 


directly from steam road service, while others were recruited 
directly for this work. The trains are dispatched by telephone 
with auxiliary telegraph. 





SICILIAN TRANSPORT CoNDITIONS.—The state-owned Sicilian 
railway system has a total length of 839 miles. This is all of 
standard gage except for 46 miles of 3 ft. 1 in. gage. A train 


ferry service is also maintained across the Straits of Messina, a 
distance of 14 miles. 
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HALE HOLDEN 


Hale Holden, vice-president of the Chicago, Burlington & 
Quincy, was elected president of the company to succeed the late 
Darius Miller, at a meeting of the directors held in Chicago on 
August 27, immediately following Mr. Miller’s funeral. 

Mr. Holden has been directly connected with the Burlington 
only since July, 1907. But for several years before he had prac- 
ticed law in Kansas City as a member of the firm of Warner, 
Dean, McLeod & Holden, who were local attorneys for the Bur- 
lington. It was during this time that he attracted the attention 
of the management of the road, and in July, 1907, went to Chi- 
cago to take the office of general attorney in charge of its inter- 
state commerce litigation. 

His later promotions have come rapidly, but naturally. In 
January, 1910, Daniel Willard, vice-president in charge of opera- 
tion, left the Burlington to be- 
come president of the Balti- 
more & Ohio. The jurisdiction 
of Darius Miller, who was 
vice-president in charge’ of 
traffic, was then extended over 
all departments, the operating 
department being placed in di- 
rect charge of H. E. Byram, 
who had been Mr. Willard’s 
assistant, and the traffic de- 
partment in charge of C. G. 

Burnham, who had been Mr. 
Miller’s assistant. A few 
weeks later George B. Harris 
retired, and Mr. Miller was 
made president; Mr. Holden, 
assistant to the president; Mr. 


Byram, vice-president in charge 
of operation, and Mr. Burnham 


vice-president in charge of 
trafic. On November 8, Mr. 
Holden was promoted to vice- 
president and also made a di- 
rector of the company. 

Both as assistant to the presi- 
dent and as vice-president Mr. 
Holden performed duties as- 
signed to him by Mr. Miller, 
and was very closely associ- 
ated with him in devising and 
carrying out the broad but gen- 
eral policies of the company. 
He was Mr. Miller’s right- 
hand man, relieving his chief 
of the details of administration 
of various departments, and 
steadily demonstrating his in- 
creasing usefulness and execu- 
tive ability. He owes his very 
rapid promotion and his election to the presidency of this great 
system to the fact that he has shown the possession of remark- 
able natural executive ability and driving power; .to the broad 
knowledge he has gained and the broad training he has re- 
ceived; to the fact that as Mr. Miller’s “understudy,” if such a 
term may be used in such a connection, he had become very 
fully conversant with his chief's methods, plans and policies, 
and to the fact that his election would least disturb the organ- 
ization built up by Mr. Miller and his predecessor, George B. 
Harris. The wonderful record made by the Burlington in re- 
cent years has been achieved by an organization in which very 
few changes have been made and which undoubtedly owes much 
of its success to that fact, and Mr. Holden’s election made 
necessary fewer other changes in the official personnel than 
would have been necessitated by the election of any of the other 
higher officers of the company. 


Hale Holden 
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Mr. Holden was picked for president of the Burlington in a 
deathbed suggestion of Mr. Miller himself. In his last hours 
Mr. Miller asked Louis W. Hill to say to his father, James J. 
Hill, that he need not worry about the future of the Burlington, 
that he had left him three men, any one of whom was big 
enough for the presidency; but that Mr. Holden should be 
giyen the place, so that the work of the Burlington organization 
might continue without interruption. Mr. Miller’s choice was 
approved as logical by the directors, and is popular with the 
other officers of the road. 

In character, ability and personality, Mr. Holden long has 
been recognized as a big and coming man. His railway work 
has commanded the attention both of his superiors and other 
railway men for its thorough, painstaking and brilliant qual- 
ities. As general attorney of the Burlimgton he represented it 


. in some of the most important cases ever before the Interstate 


Commerce Commission and 
in the subsequent litigation 
before the courts Among 
these were the M:ssouri river 
rate case and the Pacific 
coast lumber rate case. He 
also represented the stock- 
holders of the Great North- 
ern and was im charge of the 
litigation extending over 31% 
years of the Minnesota rate 
case, involving the reduction 
of state freight and! passenger 
rates in Minnesota, in which 
the roads, while technically 
losing the case, really estab- 
lished the principle subse- 
quently explicitly upheld in 
the Shreveport case, that the 
paramount power of congress 
over imterstate commerce 
may not be nullified by state 
action. 

Mr. Holden’s work in this 
case is said to have com- 
mended him especially to 
James J. Hill. His experi- 
ence in commerce cases gave 
him a broad schooling in the 
workings of the various de- 
partments of railroading, of 
which he took advantage to 
acquire a sound and enlight- 
ened perception of the rela- 
tions of the railroad to the 
public and to the regulating 
authority of the government. 

The Minnesota rate case, 
as well as others in whose 
handling he participated. in- 
volved a physical valuation of the railways, and he became 
such a recognized expert on this subject that he was made 
chairman of the western presidents’ committee on relations 
to the Interstate Commerce Commission’s valuation, a posi- 
tion which he held until recently. He also represented the 
Burlington in the recent arbitration of the wage demands of 
the trainmen and conductors of the road. 

A strong and vigorous man in appearance, direct in his 
methods, plain° and unassuming in manner, accessible to 
everybody who has any business with him, keenly appreciat- 
ing the importance of maintaining good relations between 
the railways and the right way in which to do it, Mr. Holden 
will prove a popular as well as an able railway president. 

The new head of the Burlington was born at Kansas City, 
Mo., on August 11, 1869, and was educated at Williams 
College and the Harvard Law School. 














Short Steel Baggage Car for the Long Island 


An Exceptionally Light 40 Ft. Car Having Arch Bar 
Trucks with Swing Bolsters and Self-Centering Couplers 


The Long Island has recently placed in service 20 steel bag- 
gage cars of a design possessing a number of notable features 
well suited to the service conditions under which the cars operate. 
They are 40 ft. in length over the end sheathing and have an 
average weight of 50,600 Ib. 

Over a number of its lines the Long Island handles a heavy 
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During the winter, when many of these cars are out of service, 
a minimum investment is thus tied up in idle equipment. 


UNDERFRA MES 


The center sills are 9 in. channels extending continuously 
between the end sills. Continuous cover plates both top and 
bottom ‘are provided, the top plates being ™% in. thick and the 
bottom % in. thick. The sills are further reinforced at the 
bolsters by additional 34 in. bottom plates, each 6 ft. 5 in. long. 
Between the bolsters the side of the car acts as a girder to 
support a portion of the load which is transferred to the truck 
center by the cast steel body bolsters. 

The side sills are 5 in. by 3% in. by 7/16 in. angles, and are 
securely riveted to the ends of the body bolsters. Each is 
stiffened laterally by four braces of 5 in. channel section. Two 
of these are located under the door posts and two at points about 
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Arch Bar Truck with Swing Bolster Used Under Long Island Baggage Car 


baggage and express business, in many cases the consignments 


to two or three stations completely filling a long baggage car. 
The consignments for such a station may be loaded into one of 


26 in. from the door posts. They extend from the top flange of 
the center sill to the lower flange of the side sill and are placed 
with the flarges downward. The side sills are stiffened under 














Light Baggage Car of Steel Construction for the Long Island 


the short cars, which is set out at its destination. The delays 
to passenger train service incidental to unloading express are 
thus materially reduced. A large part of this traffic moves dur- 
ing the summer only and advantage has been taken of this fact 
to build a car of exceptionally light weight and low first cost. 





the side doorway by 7 in. channels riveted to the inside flanges of 
the Z-bar posts. 

The frame is designed to be equivalent in strength to the re- 
quirements of the railway mail service. In order to meet these 
requirements two 12 in. I-beam end posts have been included in 
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the construction of the end frame. These are framed into a steel 
bumper casting at their lower ends and are secured to the car- 
lines at their upper ends. They are located at points 205 in. 
on either side of the center line. The center sills are also at- 
tached to the steel bumper castings, thus securely tying the end 
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Sections Showing the Door and Window Framing, and Section Through the Corner Post 


frame to the underframe and making a very rigid construction. 

Extending from the corner of the car to the end post on either 
side are 5 in. by 3% in. by 7/16 in. angle sills, to which the end 
sheathing is secured. 
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SUPERSTRUCTURE 
The body frame members are 3 in. Z-bars. 
shaped without clerestory. The carlines are extensions of the 
corner and side posts, being formed in two parts and welded 
at the center of the roof when placed on the car. A Z-bar plate 


The roof is U- 
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Ends of Post Gaplines' 
Welded together on Car 
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extends continuously from corner post to corner post except 
where the web and one flange are cut away to allow the con- 
tinuous side posts to pass through. 
door posts are made up of two Z-bars, one of which extends 


The corner, transom and 
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from the side sill to the plate only. The outside sheathing is 
¥% in. steel plate, four pieces being required for each side of the 
car. These pieces extend continuously from the end to the side 
door casing and are joined horizontally by a cover plate at the 
belt rail, which is located just under the windows. Longitudinal 
stiffness is secured by means of a T-bar riveted behind the belt 
rail. The inside of the car is lined with corrugated sheet steel, 
the corrugations running lengthwise. Considerable longitudinal 
stiffness is secured in this manner and no vertical stiffeners are 
required between the posts. The outside and inside window cas- 
ings are each flanged in one piece from % in. plate to form a Z- 
section. The outer flange of the outside section is riveted to the 
side sheet and the inner flanges of the two sections are placed 
back to back. The window is held in place in the outside casing 
by means of bolts passing through both inner flanges. The inner 
casing is secured to a 1% in. by 1% in. by &% in. angle both at 
the top and bottom; these angles extend between the two ad- 
jacent side posts, with the backs of the vertical flanges flush with 
the inside flanges of the side posts. Similar stiffeners are placed 
longitudinally at points 241%4 in. and 49 in. below the side plate, 
at which points the corrugated lining sheets are joined. 

The side door casing is made up of post covers formed from 
% in. plate, which overlap the side sheets and are riveted to the 
outside flanges of the posts. They extend to the inside of the 
car and are secured to the inner flanges of the side posts by 
means of angle connectors. On one side of the doorway a con- 
nector of special form is used which serves as a door stop. On 
the other side the post cover is bent around parallel to the side 
wall of the car, where its. edge forms a seat for the weather 
strip on the back side of the door. The door is supported by 
rollers, the track for which is a special Z-section flanged from 
4 in. plate. This is secured to the flanges of the side posts. In 
order that the top casing may extend inside the car flush with 
the side post cover, % in. filler blocks are included on either 
side of the door track. 

The floor is made up of two thicknesses of wood flooring, the 
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side posts. A wood nailing strip secured to the top cover plate 
of the center sills on the center line of the car supports the 
floor at this point. Intermediate nailing strips located about 28 
in. on either side of the center line are supported by 2% in. by 
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End Elevation and Section Through the Side Door 


2% in. by 3/16 in. angles secured to the diagonal end braces and 
to the top flanges of the cast steel bolsters. 

The: roof is covered with 3/32 in. steel plate. Longitudinal 
roof supports of 2% in. by 2% in. by % in. angle section are 


3 Roof Sheet. 


























NOLES 
Z N 


SSE 
27722 eee 


7 


vA 
4 
rn 
4 
Ay 
4 
AY 
G 


y 
N 
N 
N 


Sections Showing Connections of 
Posts to Side Plate. 






































Transom Post. 
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Sections Through the Side Posts, Showing the Connections to the Side Plate 


placed between the carlines at points about 20 in. on either side 
of the center line; these serve to stiffen the roef sheets, but tlie 
sheets are riveted only to the carlines. 


under side of which is protected by one thickness of No. 22 
galvanized iron. The ends of the first course of flooring are sup- 
ported by angles which are riveted to the inner flanges of the 
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TRUCK 


The truck applied to these cars is of a design unusual for 
passenger equipment. It is of the unequalized arch bar type hav- 
ing a wheel base of 6 ft. 4 in., but has been modified to include 
a swing bolster. The cross frame is made up of two 12 in., 20% 
lb. channels securely riveted to the truck columns. A cast steel 
spring plank is suspended from the frame by means of swinging 
hangers, from which the truck bolster is supported on elliptical 
springs. The wheels are cast iron, 33 in. in diameter and are 
mounted on standard M. C. B. 4% in. by 8 in. axles. Standard 
4% in. by 8 in. freight car journal boxes are used. 


OTHER DETAILS 


The cars are equipped with special Sharon couplers designed 
to be self-centering. The drawbar is of the usual long shank 
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Coupler with Centering Lug on the Side of the Head 


type used in passenger service. A special lug is cast on the 
coupler body which acts as a stop to the guard arm of the en- 
gaging coupler and thus limits the angle between the center 
lines of the two drawbars. 

In designing these cars full advantage has been taken of the 
requirements of the service to build a car having a capacity of 
50.000 Ib. and weighing but little more than 50,000 Ib., and one 
Which meets ‘the service conditions much better than would a 
heavier car of more expensive construction. 





Motor Omnispus SERVICE IN SouTH AMERICA.-The Argentine 
Minister of the Interior has under consideration a project to 
establish a motor omnibus service in the national territories of 
Argentina. It is proposed to initiate a service in the tobacco- 
growing districts of San Javier and Tacaruare in the territory 
of Misiones, where tobacco cultivators frequently suffer losses 
because of lack of transportation facilities. 
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THE REARRANGEMENT OF THE M. K. & T. 
FREIGHT HOUSE, ST. LOUIS 


The construction of the Missouri, Kansas & Texas freight 
house at St. Louis, a description of which was published in 
the Railway Age Gazette of June 23, 1911, excited a great deal 
of interest among railway men because of the novel features 
in its construction and the mechanical equipment installed for 
handling freight. After the house was put in service it was 
visited by many engineers and other railway men interested 
in the handling of |. c. 1. freight who desired to see whether 
the telpher system installed was a success when handling the 
wide variety of freight commonly received at the ordinary 
freight house of this character. 

This installation of the telpher system was an exceedingly 
courageous experiment involving, as it did, the expenditure 
of a large amount of money for equipment. While the out- 
come was unfortunate, and the telphers were abandoned late 
last year, the experiment should prove of great benefit to the 
railways of the country at large because the results secured 
definitely disproved the claims made for this class of equip- 
ment in this particular kind of service. 

It will be recalled that the Missouri, Kansas & Texas freight 
house at St. Louis is a two-level house with the upper or 
street level floor devoted to the delivery and receipt of freight 
by wagons, while the tracks are on the lower level. All 
freight was handled by telphers running on tracks supported 
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Arrangement of Telphers in Original Layout 


above the upper floor and was dropped through hatchways 
to platforms opposite the desired cars. 

After over two years’ trial, several fundamental objections 
to the system became evident. One of the most serious was 
the unreliability of the telphers in operation, the average 
daily delay because of breakdowns ranging from three to four 
hours and resulting not only in a corresponding direct loss, but 
also in the demoralization of the working force. At times of 
breakdowns or current trouble, the system afforded no alter- 
native method of handling the business, while it was also 
found to lack elasticity, as the telpher tracks more properly 
covered a line than an area. The system offered no possibility 
of speeding up under the pressure which comes in nearly all 
freight houses during certain parts of the day. 

The buggies were heavy and clumsy, blocking the plat- 
forms. As they were 4 ft. by 6 ft. in size and weighed empty 
about 1,000 lb., they were too large and. heavy to be run 
directly into the cars, making necessary a rehandling of the 
freight at each end. It was also impossible to counterweight 
in any way to balance the dead load and the average live 
load, in consequence of which an excessive use of electric 
current was required. This system of overhead transmission 
was found to be comparatively unsafe, causing numerous per- 
sonal injuries and relatively heavy damage to freight, the lat- 
ter item being estimated to average $1,000 per month. In 
addition, the repairs to equipment, platforms and scales were 
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relatively heavy, while the telphers were noisy and interfered 
materially with calling and checking freight, leading to fre- 
quent errors. There was also some damage caused by grease 
and oil dropping from the carriers. 

Because of these various conditions, the cost of handling 
freight was not reduced to the figure expected when the house 
was built, but on the contrary, it rose materially until in 
October and November of last year it averaged $0.595 per 
ton, exclusive of damage to freight, repairs to telphers, loss 
on account of improper weighing, etc., all of which were esti- 
mated to amount to atotal cost approaching $1 per ton of freight 
handled. Also, although there was a track standing capacity of 
117 cars and an average of only 70 cars were actually handled 
per day, the house had practically reached the limit of its 
capacity under the existing system of operation and a change 
became imperative. Accordingly, careful studies of the situa- 
tion were made, as a result of which it was found that the 
two-level house was well adapted for this particular location 
and that the construction of the building proper could not 
readily be improved upon. No change in the building proper 
was therefore suggested. 

The rearrangement effected is shown in the accompanying 
drawing and consists essentially of the following features. 
On the lower, or track floor, the space between the outside 
edge of the east row of columns and the inside edge of the 
row next wesc housed in and extended north almost to 
Mound street, making a freight house 42 ft. wide by 550 ft. long. 
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side, the truckers leaving or picking up their trucks at the 
elevator and not moving from floor to floor. 

In this way while the track standing capacity of the entire 
house has been reduced from 117 to 102 cars, the real capacity 
of the house has been increased to this latter figure from 75. 
At the same time the cost of handling this freight has already 
been reduced from approximately $1 per ton to $0.39, with a 
possibility of further reduction. This plan has the further 
advantage that when additional capacity is needed it will be 
possible to return to the two-level house for the M. K. & T. 
outbound business, giving a total estimated capacity of 174 
cars. While it is true that the investment in the telpher sys- 
tem has been wiped out by these changes, the advantages of 
the two-level house as installed here over the one-level house 
commonly built in St. Louis and elsewhere throughout the 
country, have been sufficient to more than offset the loss in 
this regard, and it is now being operated at a cost low 
enough to yield a good return upon the entire investment. 


DESIGN OF JOLIET INTERLOCKING 


The Joliet interlocking, described in the Railway Age Gazette 
of August 28, page 381, protects the crossing of the Atchison, 
Topeka & Santa Fe and the Chicago & Alton with the Chicago, 
Rock Island & Pacific and the Michigan Central. T. S. Stevens, 
signal engineer of the Santa Fe, G. W. Hulsizer, signal engineer 
of the Alton, and A. G. Shaver, then signal engineer of the 
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Re-Arrangement of Lower Floor of M. K. & T. Freight House Showing New Platforms and Track Changes 


The two tracks Nos. 5 and 6 were removed, and the island 
platforms extended to provide a floor for this house, which 
was assigned to M. K. & T. outbound business in connection 
with the five tracks Nos. 7 to 11, inclusive. The intermediate 
island platforms were retained with the exception of the one 
between tracks 9 and 10, which was replaced with another 
track. The rails were removed from the No. 4 team track 
immediately east of the house, and this area was saved to 
serve as a driveway for the use of trucks delivering freight 
to this outbound house. 

Track No. 13 was also taken up and a platform built in its 
place with four elevators. In connection with the upper or 
street level floor this is used as an inbound house for both 
M. k. & T. and T. St. L. & W. freight, as well as an outbound 
house for the T. St. L. & W. Electric elevators were installed 
and the drop truck system of operation was adopted on this 


Rock Island, co-operated in making the design. The cost of con- 
struction, operation and maintenance is apportioned as follows: 
Atchison, Topeka & Santa Fe 


Chicago & Alton 
Chicago, Rock Island & Pacific, and the Michigan Central 


38 per cent 
32 per cent 
30 per cent 

The construction work’ was done by the Rock Island, but entire 
credit for the design should not have been given in our article 
to that company. 


New Use ror EnciisH Dininc Cars.—In addition to its work 
of carrying the troops, the Great Eastern Railway of England 15 
converting its restaurant and kitchen cars into ambulances. The 
interior fittings are removed, and the interior arranged with am- 
bulance materials, everything being done on the most approve: 
principles. 














Report of the Joint Committee on Mail Pay 


Bourne Committee Recommends Payment by Space; 
21 Cents a Mile. Post-Office Department Criticized 


The Joint Congressional Committee which has been study- 
«ing the railway mail pay question since January, 1913, issued 
its report on Monday last, and a bill embodying the com- 
mittee’s recommendation was introduced in Congress by 
Senator Bankhead. The report is a pamphlet of 124 pages, 
and presents a well digested summary of all that the gov- 
ernment has done in this matter since 1878. It recommends 
that the calculations for paying the railway for their services 
by weight be done away with; that the railways be relieved 
of carrying mails between stations and post offices and that 
rates be fixed by law, and not in any degree left within the 
discretion of the postmaster general, except in connection 
with certain details named in the proposed bill. The basis 
of the rates per car per mile is a proportion of the calculated 
receipts of the railways per passenger train mile, the com- 
mittee assuming that existing passenger rates are fair and 
reasonable. Unlimited free transportation of railway postal 
clerks to and from their homes is continued. 

The committee consists of Jonathan Bourne, jr., chair- 
man, Harry A. Richardson, John H. Bankhead, James B. 
Lloyd, Wm. E. Tuttle, jr., and John W. Weeks. Senators 
Bourne and Richardson are no longer members of Congress, 
their terms having expired in March, 1913; but they have 
continued to act on the joint committee, serving without pay 
and paying their own expenses. 

The report, by order of the committee, was prepared by the 
chairman; and the assents of the other members are in the 
form of letters printed in the preface to the report. Mr. 
Richardson gives hearty approval; but the other members 
decline to join Mr. Bourne in his severe criticisms of the 
post office department, and also object to his unfavorable 
declaration on the general subject of government owner- 
ship of public utilities. The principal features of the com- 
mittee’s conclusions are embodied in a proposed bill which 
is printed below, nearly in full; and the thirteen chapters of 
the report contain the facts and arguments supporting the 
views embodied in the bill. 

Chapter 1 explains the reasons for different features of the 
bill; chapter 2 is a historical review, including a resumé of 
the testimony taken by the committee and of the statistical 
studies made by Mr. Lorenz, statistician of the Interstate 
Commerce Commission, temporarily employed by the joint 
committee; chapter 3 discusses the weight basis of compen- 
sation, disclosing its defects; chapter 4 deals with the post 
office department’s claim that the railroads are over paid; 
chapter 5 is a study of the question of reasonable rates; 
chapter 6 compares mail with express and other chapters 
make comparisons with passenger traffic and Pullman ser- 
vice. Chapter 10 declares against government ownership of 
railway post office cars and chapters 11 and 12 criticize se- 
verely the conduct of the post office department in many 
Matters, 

At the beginning of their studies the committee soon de- 
cided in favor of paying by space instead of by weight, and 
also to establish a terminal charge separate from the charge 
for transportation over the line. The adoption of a standard 
lensth of car, 60 ft. and standard apartments 30 ft. and 
15 it. long is an important simplification. The adoption of 
units of seven linear feet and three linear feet for pouches 
(in baggage cars) settles many difficult questions. The as- 
Sumption that the present average passenger car mile reve- 
nue is ample and reasonable is based on the fact that pres- 
ent rates of fare have been so generally approved by railroad 
coniinissions, legislatures and courts. The average passen- 
ger revenue for the past five years, as shown by reports of 
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the Interstate Commerce Commission, has been 25.3 cents 
per car mile. The car mile revenue for passenger service, 
excluding mail, express and milk, is probably over 26 cents. 
Other calculations confirm the view that 25 cents a mile is 
fair to the government for hauling a 60-ft. mail car; but it 
is recognized that more satisfactory data concerning the cost 
of transportation might warrant giving the railroads a more 
liberal sum. 

This :25-cent rate includes terminal service. To make a 
separate charge for this the committee examined the cost of 
switching; and finally concluded that $1.25 would be fair for 
each of the six movements usually made with a mail car on 
a round trip; and to this was added $1 for two cleanings of 
the car. This makes up the rate of $8.50, named in the bill. 
Calculating on the average length of the runs of mail cars— 
which average is admitted to be inexact—the committee 
adopts a line rate of 21 cents a mile, and the calculations for 
the different kinds of services are as shown in the following 
table: 

Joint CoMMITTEE Rates oN 60-FT. Car Basis 


Average rate on 60-ft. car basis 











. a sails. 
Rate per unit Term’! and line combined 
Cz 

Terminal Terminal For For For 
(round Average (single average 100 1,000 
Unit trip) Line distance trip) Line dist. miles miles 
Cents Miles Cents Cents Cents Cents 
60-ft. R. P.O. $8.50 21.00 301.0 $4.25 21.0 22.41 25.25 21.42 
60-ft. storage. 8.50 21.00 556.0 4.25 21.0 21.76 25.25 21.42 
30-ft. apartm’t. 5.50 11.00 185.0 5.50 22.0 24.97 27.50 22.55 
15-ft. apartm’t. 4.00 6.00 80.5 8.00 24.0 33.94 32.00 24.80 
7-ft. pouch... 1.00 3.00 } 34.5 § 4.29 25.7 38.13 29.99 26.13 
2-ft. pouch... 50 1.50 § “t 5.00 30.0 44.49 35.00 30.50 

All units... 21.82 24.69 


The report says that some members of the comniittee be- 
lieve 21 cents to be too low a rate. It will be seen by the 
table that this makes an estimated total compensation of 22.41 
cents per mile per car, for the average distance, as compared 
with 25.3, the average for five years reported by the Inter- 
state Commerce Commission for all cars in passenger trains. 

Because of the belief on the part of some of the committee 
that 21 cents is too low, and because of the meagerness of the 
information at the committee’s command, a clause in the bill 
provides for revision of the figures after the new rates shall 
have been in force two years. 

Under the rates recommended the committee estimates that 
the cost to the government will be about $65,000,000, as com- 
pared with an appropriation of about $62,000,000 for the cur- 
rent fiscal year. The proposed rates are fixed, not maximum, 
and the transportation of the mails by the railroads is made 
compulsory. The fiction that railroads when dissatisfied may 
refuse to perform the service should no longer be recognized. 
If they have such a right public opinion forces them to forego 
insistence on it. 

In chapter 5 the committee gives the data justifying its 
conclusions as to what is a reasonable rate. There is no 
reason why the government should not pay the same rate 
for the use of a car as is paid by passengers. It is claimed 
that the mail service is a wholesale traffic; but the government 
does not pay in advance, as do passengers, and, moreover, 
it imposes penalties for delays. It also requires the mail to 
be carried on fast trains without extra pay. The committee 


makes rates universal throughout the country because there is 
no practicable basis on which a difference can be made in 
favor of lines where the traffic is light. 

A chapter is given to comparisons of mail and express earn- 
ings, but the evidence is unsatisfactory and largely incon- 
clusive. 


The post office department’s attempt to show higher 


436 


relative railroad earnings from mail is rejected as reckless 
and misleading. 

Comparing with earnings from passengers and from mail 
traffic the committee finds that practically every expense 
which improves the passenger traffic in speed, regularity, 
frequency or safety, is also beneficial in a corresponding 
degree to the mail service; and the mail service, therefore, 
should yield to the railroads a revenue per car mile equal to 
that found to be reasonable for passenger service. 

Chapter 9 contains an analysis of the bill presented by the 
committee. The provision that payment for a car must al- 
ways be made for a round trip will put an end to unfair re- 
quirements of the post office department which have made 
is necessary to haul cars empty considerable distances * with- 
out compensation, though it is provided that the Postmaster 
General may, if he can, contract with a railroad (as, for ex- 
ample, for storage cars) to pay for single trips only. In some 
cases the railroads may be able to use a storage car for other 
service in the return direction. 

The committee considers at length the question of govern- 
ment ownership of railway post office cars, taking up par- 
ticularly the statement of Postmaster General Vilas in 1887 
that the government would profit greatly by having cars of 
its own. A comparison is made with rate charged by rail- 
roads for hauling special cars, owned by outside parties, and 
the conclusion is reached that government ownership would 
be much more expensive than the present system of com- 
pensation. Calculating on all the available data, the Inter- 
state Commerce Commission would be forced to allow higher 
rates per car than the committee now recommends. The 
committee points out that the government probably would 
not be able to maintain and repair cars as cheaply as his 
work is done by the government, and government service is 
usually extravagant. In the parcel post service the govern- 
ment employs men at an average of $93 a month, whereas 
the express companies pay an average of less than $50 a 
month. 

In chapters 11 and 12 the committee sets forth in strong 
language the unbusinesslike way in which data desired by 
the committee in its investigations was made up and pre- 
sented by the post office department, and also by the repre- 
sentatives of the railroads. The post office department pre- 
sented estimates of alleged overpayment by the governmeni 
to the railroads, but under criticism changed these three 
times, in each case having to admit that it had been unfair 
to the railroads. The railroad companies in like manner 
varied their estimates of under payments from $15,000,000 
to $38,000,000, and they were “either reckless or else had no 
definite data.” The inadequacy of the statistics furnished 
by the post office department “is no more subject to criticism 
than the seeming lack of frankness with which the depart- 
ment prepared statistics for submission to Congress.” 

Reference is made to the order issued in 1907 by which 
the method of averaging the daily weight of mail was changed 
so as to reduce the pay to the railways $5,000,000 yearly. 
This, with the recommendation of Postmaster General Hitch- 
cock that the railroads be paid actual cost of operation and 
taxes with 6 per cent profit, no adequate allowance being 
made for return on capital employed, is used as an argument 
against clothing the postmaster general with discretion in 
making rates. 

These and other acts, such as sending magazines by freight 
trains, are declared by Chairman Bourne to be evidences of 
“bureaucracy gone mad.” 

In conclusion the report says: 

“We are convinced that space should be substituted for 
weight as the basis for compensation; that the rates should 
be such as will yield a car-mile revenue approximating the 
car-mile revenue derived from passenger service; that legisla- 
tion on this subject should be drawn as specifically and 
comprehensively as possible, and that as little as need be 
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shall be left to the discretion of the post office department, 

“The record herewith presented fully demonstrates the wis- 
dom of Congress in refusing to enact the legislation proposed 
by the post office department in its four suggested plans. 

We believe it better for Congress to bear the unjust 
criticisms of those who are misled by hasty advisers than 
to place upon the statute books laws which will be demon- 
strated by experience to be unworthy the approval of men 
charged with the sacred trust of legislating intelligently for 
all the people of the United States. 

“It has been our view that it is not our duty to endeavor 
to make out a case that is favorable or unfavorable to either 
the government or the railroads, but to ascertain with as 
great accuracy as possible what is a reasonable compensation 
to be paid. We believe that the government should deal 
justly with its citizens, for if it expects them to deal justly 
with one another and with the government, the government 
must set the example by dealing justly with them. To what 
extent the rates we suggest will increase the total amount of 
compensation is largely problematical for the reason that it 
cannot be known in advance exactly what space the post of- 
fice department will authorize for the transportation of mail. 
We firmly believe, however, on the showing made in the 
Lorenz table that the enactment and operation of our sug- 
gested bill will not result in increased postal expenditures 
of more than $3,000,000 over the actual appropriations carried 
in the last post office appropriation bill for railway-mail pay, 
including inland transportation by railroads, postal pay for 
freight or expressage, and railway post office car service. 

“That there should be an increase in railway-mail pay need 
not be surprising; in fact, it must be expected. The volume 
of postal revenue increased at the average rate of about 7 
per cent per annum, or an average of about $13,000,000 a year 
during the 10-year period from 1903 to 1913. This neces- 
sarily means a corresponding increase in the volume of mail. 
No reasonable man can expect that the government can in- 
crease its postal revenues at an average rate of $13,000,000 
per year without increasing its expenses in practically all 
departments of the service, though perhaps at a smaller ratio. 
In this connection it is pertinent to remark that although the 
postal revenues doubled in that 10-year period railway-mail 
compensation increased only 20 per cent. . . .” 


COMMITTEE BILL ° 

Section 1. From January 1, 1915, or from an earlier date 
if practicable, the postmaster general is authorized and di- 
rected to readjust the compensation to be paid steam railraod 
companies for the transportation of mail on passenger trains, 
mixed trains, mail trains, or cabooses of freight trains, and 
for services connected therewith at the rates hereinafter 
named: Provided, That where two or more railroads have vary- 
ing distances between the same points, the compensation for 
the longer distances may be reduced to that of the shortest dis- 
tance by mutual agreement between the Postmaster General and 
the railroad companies. 

Sec. 2. The Postmaster General may authorize mail service 
of the following five classes, namely: Full railway postoffice car 
service, apartment railway postoffice car service, storage-car serv- 
ice, closed-pouch service, and side and transfer service. 

Full railway postoffice cars and storage cars shall be of a 
standard length of 60 ft., inside measurement: Provided, That 
30 or 15 ft. of space may be authorized for the round trip im 
baggage cars, at the respective rates hereinafter named for 30 
or 15 ft. apartment cars. Apartment cars shall be of two stand- 
ard lengths, namely 30 ft. and 15 ft. inside measurements. 
Closed-pouch mail service shall be the transportation of mail 
in pouches, bags, or hampers in custody of railroad employees 
on trains on which no full railway postoffice cars or apartment 
cars are authorized. Closed-pouch service may be authorized 
in units of three linear feet or seven linear feet, inside meas- 
urement: Provided, That not more than seven linear feet ©! 
space shall be authorized on any one train at the rates here- 
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inafter specified for closed-pouch service. Side and transfer 
service shall be the transportation of mail between railroad 
stations and postoffices supplied therefrom and between railroad 
stations. 

Authorizations of railway postoffice cars, apartment cars, and 
storage cars herein provided for shall be for the round trip of 
the car and the maximum space authorized in one direction 
shall be determinative of the space to be paid for in the oppo- 
site direction, unless otherwise agreed upon between the Post- 
master General and the railroad company in any particular 
case: Provided, That authorizations may be changed only at 
points where the switching of cars into or out of trains would 
not delay the running of such trains: And provided further, 
That not more than one apartment car shall be authorized on 
any one train. Authorizations for mail service under this act 
may be made upon any passenger or mixed train scheduled for 
public use, or upon the caboose of any freight train, and fast- 
mail trains may be contracted for at rates not exceeding those 
hereinafter named. 

Sec. 3. Service by railway postoffice, apartment, and storage 
cars shall include the carriage therein of all mail matter equip- 
ment, and supplies for the mail service: Provided, That the 
Postmaster General is authorized to return to the mail, when 
practicable for the utilization of car space paid for and not 
needed for the mails, postal cards, stamped envelopes, news- 
paper wrappers, empty mail bags, equipment, and other sup- 
plies of the postal service. The rates fixed by this act shall also 
cover the transportation of persons who are discharging official 
duties in connection with the railway mail service. Such per- 
sons shall include clerks handling mail in cars, clerks travel- 
ing from their homes to the beginning of a mail run to which 
they have been assigned or to their homes from such mail run, 
and all other persons while discharging official duties as in- 
spectors or supervisors of the railway mail service or in any 
other manner assigned to duty in the administration of such 
service. 

The rates provided for herein shall further cover expenses 
of delivering within and receiving mails at car doors and the 
switching, lighting, heating, furnishing of suitable drinking wa- 
ter, and cleaning of mail cars. Railroad companies carrying 
the mails shall furnish reasonable facilities for caring for and 
handling them while in their custody. They shall furnish all 
cars or parts of cars used in the transportation and distribution 
of the mails, except as herein otherwise provided, and place 
them in stations before the departure of trains at and for such 
reasonable time as the department may require. They shall 
also provide reasonable staticn space and rooms for handling 
the transfer of mails in transit, and for offices and rooms for 
the employees of the postal service engaged in such transpor- 
tation, when required by the Postmaster General. 

Sec. 4. Standard specifications shall be prepared by the Post- 
master General for the construction and fittings of full railway 
postoffice cars, 30-ft. apartment cars, 15-ft. apartment cars, and 
storage cars, and the rates herein named shall apply only to 
cars constructed and fitted in accordance with such standard: 
Provided, That whenever a railroad company is unable to fur- 
nish standard cars or apartments of the length requested, the 
Postmaster General may accept cars of lesser length if sufficient 
for the needs of the service, and pay only for the actual space 
furnished, the compensation to be a pro rata of that provided 
for by this act for the standard lengths requested: And provided 
further, That the Postmaster General may accept cars and 
apartments of greater length than those of the standard re- 
quested, but no compensation shall be allowed for such excess 
lengths. 

Sec. 5. The rates of payment for the services authorized in 
accordance with this act shall be as follows, namely: 

For full railway postoffice car service, a terminal charge of 
$8.50 for each round trip, or $4.25 for each single trip, of a 60- 
ft. car, irrespective of the distance run, and in addition thereto 
a line charge at the rate of 21 cents per mile run. 


RAILWAY AGE GAZETTE 










437 


For 30-ft. railway postoffice apartment-car service, a terminal 
charge of $5.50 for each round trip, or $2.75 for each single 
trip, of a 30-ft. apartment car, irrespective of the distance run, 
and in addition thereto a line charge at the rate of 11 cents 
per mile run. 

For 15-ft. railway postoffice apartment-car service, a terminal 
charge of $4 for each round trip, or $2 for each single trip, of 
a 15-ft. apartment car, irrespective of distance run, and in ad- 
dition thereto a line charge at the rate of 6 cents per mile run. 

For closed-pouch service, when a 3-ft. unit is authorized, a 
terminal charge of 50 cents for a round trip, or 25 cents for a 
single trip, irrespective of the distance run, and in addition 
thereto a line charge at the rate of 1% cents per mile for the 
authorized number of miles. When a 7-ft. unit is authorized, 
a terminal charge of $1 for a round trip, or 50 cents for a 
single trip, irrespective of the distance run, and in addition 
thereto a line charge at the rate of 3 cents per mile for the au- 
thorized number of miles. 

For storage car service a terminal charge of $8.50 for each 
round trip, or $4.25 for each single trip, of a 60-ft. car, irre- 
spective of the: distance run, and in addition thereto a line 
charge at the rate of 21 cents per mile run. 

Payment for side and transfer service shall not be covered 
by the rates named herein. The Postmaster General is au- 
thorized to provide, in his discretion, by regulation screen or 
other wagon, automobile, or mail messenger service under ex- 
isting law, or to contract with the railroad company or with 
other persons for the performance of such service at the lowest 
rates obtainable. 

Sec. 6. Railroad companies whose railroads were constructed 
in whole or in part by a land grant made by Congress on con- 
dition that the mail should be transported over their roads at 
such price as Congress should by law direct shall receive only 
eighty per centum of the compensation which would otherwise 
be authorized by this act. 

Sec. 7. After the rates specified in this act shall have been 
in effect for a period of two years, the Interstate Commerce 
Commission shall, whenever requested by the Postmaster Gen- 
eral or by the representatives of railroads with an aggregate 
mileage of at least twenty-five per centum of the mileage of 
railroads carrying mail, make an investigation of the justice 
and reasonableness of rates then in effect, and report 
to Congress at the earliest practicable date. 

Sec. 8. All laws or parts of laws prescribing fines on rail- 
road companies for failing or refusing to perform mail service 
and furnishing facilities therefor when required by the Post- 
master General are continued in force and made applicable to 
this act. 

Railroad companies carrying the mails shall submit under 
oath, when and in such forms as may be required by the Post- 
master General, evidence as to the performance of service. 

Sec. 9. It shall be unlawful for any railroad company to re- 
fuse to perform mail service at the rates of compensation speci- 
fied in this act when required by the Postmaster General so to 
do, and for every such offense it shall be fined not exceeding 
$5,000. Each day of refusal shall constitute a separate offense. 

Sec 10. All laws or parts of laws in conflict with the pro- 
visions of this act are hereby repealed. 





EXPERIMENTS WITH ALL-STEEL Cars IN INpIA.—At the present 
time several Indian railway lines are carrying on experiments 
with all-steel cars, and it is said that others will also probably 
undertake experiments. Metal freight cars have already been 
used in India for some time, but passenger cars are usually 
built of teakwood resting on steel underframes. Owing to the 
intense heat and in some cases the great changes in temperature 
through which the cars run, the wood warps, swells or shrinks, 
thus affecting the joints. The wood of which the cars are made 
has been cheap, but lately the price of teak has been rising and 
that of steel has fallen. 








In the general plan to separate grades at all street crossings 
on its line entering the city of Cleveland, the Cleveland & Pitts- 
burgh, one of the subsidiary companies of the Pennsylvania 
Lines West, divided the work into five groups numbered con- 
secutively from the Union station on the lake front to the 
southeastern limit of the city, a distance of about 7%4 miles. 
Groups IV and V, embracing the section between the city limits 
and Holton avenue, have been finished, and the work on group 
II, extending from Central avenue to East Twenty-sixth street, 
has recently been completed. 


EXTENT OF THE WORK 


The work on group II involved the elevation of tracks for 
nearly 2% miles through a densely settled industrial and resi- 
dential section, and the building of permanent subways over 11 
streets, and temporary subways over two streets, among which 
are the most important thoroughfares serving the east side of 
the city. In connection with this work two main tracks have 
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been added on this section, making it a four-track line, which 
will help materially in handling the heavy ore traffic from the 
unloading dock on the lake front west of the Union station. 
Also a new freight house and team yard have been built, and 
some additions and alterations made to the Euclid avenue pas- 
senger station which handles fully half of the road’s passenger 
business at Cleveland. New automatic signals were installed, 
and electro-pneumatic interlocking. plants were located at the 
ends of the four-track section. The additional width required 
for the third and fourth tracks made necessary some changes 
between Hamilton avenue and Thirty-third street, where a small 
brick round house had to be cut through and the leads to this 
house and the local freight house a short distance east, had to 
be rearranged. The east end of the local freight yard between 
Thirty-third and Twenty-sixth streets had to be raised to con- 
form to the new main line grade as the two passenger tracks 
are carried through the center of this yard. 

The freight tracks from Taventy-sixth street to the ore dock 
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Separating Grades at Eleven Street Crossings, Building 
New Freight Station and Altering Passenger Station 


are on a continuous 0.8 per cent grade, which is the ruling 
grade on the division, so that it is improbable that any further 
elevation of these tracks can be undertaken. If the new Union 
station is located on higher ground on the steep hill facing the 
lake, as is now planned, the two Pennsylvania passenger tracks 
entering this station will probably be elevated so as to eliminate 
the remaining grade crossings between Twenty-sixth street and 
the station. 

According to the terms of the ordinance under which this 
work was performed, the Pennsylvania handled all the work in- 
cident to elevating the tracks, building retaining walls and 
bridges over the streets, depressing streets, etc., and the city 
repaved the streets and made the necessary changes in sewers 
and water mains. The cost of right of way other than that 
used for additional railway facilities, of retaining walls, em- 
bankment under existing tracks, changes in existing side, switch 
and industrial tracks, bridges to carry existing tracks over 
Euclid avenue and streets south of that point, and to carry all 
tracks over Windsor avenue and streets north, street paving, 
changes to sewers and water mains, changes in street grades, 
damages to abutting property and all other incidental expenses 
were divided between the city and the railway in the proportion 
of 35 per cent and 65 per cent, respectively. In addition to its 
share of 65 per cent of the above expense, the railway paid the 
total cost of bridges, filling and all other work made necessary 
by the additional facilities which are being provided. The total 
cost of the work was about $2,800,000, of which the city’s share 
was estimated at $912,000. This amount was authorized to be 
paid from the grade crossing fund created by the sale of grade 
crossing bonds. All public service corporations owning tracks, 
pipes, conduits, poles, etc., located in the streets affected by the 
work were required to pay the cost of making changes to these 
lines, with the exception that the relaying of the street railway 
tracks in the permanent pavement was considered a part of the 
cost of track elevation work, and divided between the city and 
the railroad. 


METHODS USED IN SEPARATING GRADES 


All tracks were elevated on embankments between retaining 
wails, requiring about 240,000 cu. yd. of slag and refuse in ad- 
dition to 84,000 cu. yd. of excavation removed from streets and 
foundations, most of which was used for fill, although this was 
optional with the contractor. The former material was collected 
along the division, hauled in in dump cars and placed in the 
embankment by company forces. The remainder of the work 
was handled under contract. The work of building retaining 
walls and street bridges, and of placing the fill was complicated 
by the necessity of keeping two traffic tracks open at all times, 
and handling trains without interruption at intervals as short as 
eight or nine minutes during the ore season. The right of way 
on which to handle this traffic, and to carry on the construction 
work, has a maximum width of 60 ft., and in some places is 
considerably narrower. As all streets had to be kept open it 
was necessary to drive continuous temporary trestles before the 
traffic tracks could be elevated. 

Although local conditions caused some modification of the gen- 
eral plan, the method adopted was about as follows: West of 
Windsor avenue two trestles were driven along the south side 
of the right of way and traffic turned over these temporary 
tracks. The north retaining wall, the north half of the abut- 
ments and the north half of the fill were then built from a con- 
struction trestle driven close to the north right of way ‘mé. 
After the fill had been widened sufficiently to carry a second 
track, traffic was shifted to this track from the outside temporary 
trestle on the south, and this trestle was used for construction 
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purposes in building the south retaining wall, the remaining half 


of the abutments and for placing the remainder of the fill. 


On the other side of Windsor avenue this system could not 


be used on account of the interference that would have resulted 
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was put up on the new grade on a temporary location between 
two temporary platforms ‘reached by stairways from the street, 
and from the old freight station which was remodeled to serve 
as a temporary passenger station. The old passenger station 














Roof of New Concourse at Euclid Avenue Station Under Construction 


to passenger traffic at the Euclid avenue sation. The old station 
with two tracks at grade along the south side of the right of 
way was kept in service while work was under way on the 
north retaining wall and the north half of the fill. Then traffic 





which had been built only eight years before, and was still in ex- 
cellent condition, was moved back about 40 ft. to allow a cov- 
ered concourse to be built between the station and the south 
retaining wall. This concourse has a reinforced concrete roof 














Euclid Avenue Freight House and Yard 
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built up of beams and slabs, and is lighted by prismatic skylights. 
A 20-ft. passenger subway will lead from the concourse under the 
tracks to two island platforms. A baggage and express building 
has been added adjoining the station on the south, and a baggage 
subway extends from this building under the tracks with ele- 
vators reaching the two island platforms. The handling of the 
work at Euclid avenue was also influenced by the desire to 
complete the new freight station just opposite the passenger 
station at as early a date as possible. As many as four mixers 
were used in pushing the concrete work in this locality. 

The accompanying profile shows the change in grade that is 
made by the new improvement with the temporary grade that 
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one at the elevation of the temporary track, and another aiter 
the permanent work was completed. No facing point switches 
were used for these industrial tracks, a double rail track ‘with 
trailing switch being resorted to wherever this expedient was 
necessary to eliminate the facing point. The track standards are 
up to the best Pennsylvania practice, 100-lb. rail being laid on 
oak ties with rock ballast. The track work was handled by the 
division forces. 


SUBWAY AND RETAINING WALL CONSTRUCTION 


The work involved the construction of 11 permanent bridges 
and two temporary structures, one providing a 10-ft., and the 
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Passenger and Freight Station Layout at Euclid Avenue Showing Temporary Arrangements 


was necessary during the course of the work. The maximum 
temporary approach grade was 0.8 per cent in order to keep 
within the limits of the ruling grade on the division. As the 
operated tracks had to be elevated over Cedar avenue before 
the work of lowering that street could be completed, the tem- 
porary trestle was driven at an elevation high enough to clear 
the street car traffic on the old street level, which raised it con- 
siderably above the permanent grade. In lowering this street 


other a 20-ft., driveway. The permanent bridges were all de- 
signed to carry four tracks with the exception of Carnegie 
avenue, just south of the entrance to the new freight yard, 
which will carry five tracks. The agreement with the city re- 
quired the construction of bridges which would give the full 
width of the street under the subway, these street widths varying 
from 60 ft. to 132 ft. Curb supports were allowed in all cases, 
and at Superior avenue, where the street is 132 ft. wide, two 
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Temporary Grade. 


Profiles of Old, New and Temporary Grades on Group II of the Cleveland Track Elevation 


one street car track was kept in service continuously, a practice 
which was followed in all cases. 

The reconstruction of industrial sidings to connect with the 
new grade was left to the companies owning the industries, 
and in some cases these companies had to build two trestles, 


intermediate supports were allowed between the curbs. The 
maximum street depression was 8.7 ft. and the maximum ap- 
proach grade was 4 per cent, although this maximum was 
only used in three cases, and at important streets the grade was 
two per cent or less. The clearance was 15 ft., except at three 
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streets where a lower limit was allowed. At seven of the streets 
provision for street car lines had to be made. 

The subways are in general trough floor bridges on concrete 
abutments and steel columns. The abutments are of mass de- 
sign with spread footings, no piles being used in the founda- 
tions. The columns are carried on concrete piers with grillage 
tops. The columns support transverse girders, and in general 
the troughs are run at right angles to the column lines. The 
longest rim girder span is 67% ft. at east Fortieth- street, and 





























Temporary Trestle Over St. Clair Avenue, Showing Type of Con- 
struction Used and Provision for Street Traffic 


the longest trough span is 45 ft. at Payne avenue. The Superior 
avenue bridge, on account of its extreme length, is provided 
with a high concrete parapet wall to improve its appearance. 
The St. Clair avenue bridge is not of the trough floor type, 
the tracks being supported on transverse girders with buckle 
plate covers. The tran$verse girders are supported by web con- 
nections and the lower flanges of the rim girders. 

In order to save concrete and decrease the dead load on the 
trough floor bridges, the troughs were not completely filled with 
concrete. A four-inch layer was placed in the bottom and along 
each side, the latter supporting a steel arch form at an eleva- 























Finished Subway,Over!Perkins Avenue—One of the Typical Bridges © 


‘on making its highest point level with the top of the trough. 
_ continuous layer of concrete with a minimum thickness of 
out seven inches was then laid over the troughs and these arch 

icorms.. The water-proofing, consisting of five-ply felt and asphalt 

compound, was covered. by a protecting coat of two inches of 
cement. 
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In placing the retaining walls, a stratum of quicksand was 
encountered in almost all cases. On account of the lack of 


right of way, the footings of the walls could not project beyond 
the wall face, and. the walls were designed with a toe support 
of 13-in. square concrete piles 16 ft. long driven on six-ft. 








Typical Floor Construction on Trough Floor Subway, Using Blaw 
Steel Arch Forms 


centers. The quicksand was confined and was so near the 
surface that it had been drained by the sewers, making the 
driving of these piles very difficult. A two-inch jet was there- 
fore used with very good results. After turning on the jet a 
pile would frequently drop of its own weight for half its 
length. A No. 2 Vulcan steam hammer was used very success- 











A Row of Concrete Piles in Place for Toe Supports, Under 
Retaining. Wall 
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fully for driving the concrete piles, a good day’s run being 
from 25 to 30 piles. 

The retaining wall is reinforced with one inch rods spaced 
12 in. center to center, and is built in sections of 30 ft. with 
expansion joints at 60 ft. intervals. A three-inch coping is 
placed on the walls, and the batter below the coping varies 
with the height in order to place the toe of the wall on the 
right of way line. The inside face of the wall is stepped down. 
Two four-way conduits are carried on each wall with manholes 
at convenient points. These conduits are designed to carry 
low tension wires on one side of the right of way, and high 
tension on the other. One section of retaining wall 1,500 ft. 
long has been under load for more than a year, and as yet no 
settlement whatever is noticeable. The wall is in excellent line, 
showing that the use of the concrete piles has proved very 
satisfactory in securing a good piece of work. The cost for a 
design such as the one used is very little higher than would 
have been necessary to build a wall with a wide toe. Some of 
the retaining walls were built with horizontal scoring for the 
ornamental effect, but as this was not very well favored by the 
city it was stopped. 

The piles in the temporary trestles were from 28 to 32 ft. 
long, and were driven with the jet. The stringers on these 
trestles were lapped over the entire width of the caps to save 
framing of stringers and corbels, and this plan was quite satis- 
factory. The total length of the temporary trestle was 28,000 
ft., 90,000 cu. yd. of concrete was required, 2,400 concrete piles 
were driven, 6,000 tons of bridge steel were used, and 100,000 
sq. ft..of waterproofing, 24,000 sq. yd. of street paving and 
10,000 sq. yd. of sidewalk were laid. 

The contract for pile driving, excavation and concrete work 
was let to the Brownell Improvement Company, Chicago; the 
steel was fabricated by the Fort Pitt Bridge Company, Pitts- 
burgh, and was erected by the Strobel Steel Construction Com- 
The work was handled under the direction of 


pany, Chicago. 
R. Trimble, chief engineer maintenance of way North West 
System, and H. W. Petersen, engineer in charge. 


EUROPEAN RAILWAYS IN WAR TIME 


American railway officers who have been inclined toward dis- 
couragement on account of the poor business conditions and the 
resulting effect on traffic and earnings: which have prevailed in 
this country for several months, and which still exist, with con- 
siderable uncertainty as to the future, should be able to extract 
a grain of comfort from observation of the far worse plight of 
the roads in Europe. On the continent of Europe railways in 
the territory affected by war operations have been required 
practically to suspend business except for the transportation of 
troops, and a great deal of their property has been destroyed 
or damaged, while the lines that are not directly affected by 
military operations are suffering from the loss of traffic be- 
cause business is at a standstill. In Great Britain, where the 
railways are all owned by private companies, the government 
immediately on the declaration of war with Germany on August 
4, issued an order assuming control of the railways. For the 
time being the railways practically cease to exist as individual 
commercial undertakings and are merely parts of a great 
national system. 

The announcement of this step made by the British War 
Office was as follows: 

An order in council has been made under section 16 -of the Regulation 
of the Forces act of 1871, declaring that it is expedient that the govern- 
ment should have control over the railways in Great Britain. This control 
will be exercised through an executive committee composed of general man- 
agers of railways, which has been formed for some time, and has prepared 
plans with a view to facilitating the working of these provisions of the act. 

Although the railway facilities, for other than naval and military pur- 
poses, may for a time be somewhat restricted, the effect of the use of 
the powers under this act will be to co-ordinate the demands on the rail- 
ways of the civil community with those necessary to meet ‘the special re- 
quirements of the naval and military authorities. 
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More normal conditions will in due course be restored, and it is hoped 
that the public will recognize the necessity for the special conditions, and 
will, in the general interest, accommodate themselves to the inconvenience 
involved. 4 

The railway executive committee is composed of the genera! 
managers of 10 of the leading railways in Great Britain, with 
the president of the Board of Trade as official chairman and 
H. A. Walker, general manager of the London & South Western, 
as acting chairman. An American, H. W. Thornton, general 
manager of the Great Eastern and formerly general superintend- 
ent of the Long Island, was not numbered among those chosen 
at first, but the committee had been in charge of affairs only 
two days when he was asked to become a temporary member, 
which he did. 

This committee, through Mr. Walker, immediately issued a 

notice to the public explaining the situation, and stating that the 
control of the railways had been taken over by the government 
for the purpose of insuring that the locomotives, rolling stock 
and staff could be used as one complete unit in the best interests 
of the state for the movement of troops, stores, and food sup- 
plies. “The necessity for this action must at once become ap- 
parent,” the announcement said, “when it is realized that certain 
ports through which the bulk of our food supplies enters this 
country may be closed for the purpose of such food supplies and 
in that event the rolling stock, locomotives, etc., may have to be 
diverted to other lines for the purpose of serving other ports. 
The staff on each railway will remain under the same control 
as heertofore, and will receive their instructions through the 
same channels as in the past.” 
. The announcement also stated that in order to give due effect 
to the instructions received from the War Office and the 
Admiralty for the movement of troops} etc., it might be neces- 
sary to discontinue, at short notice, a portion of the advertised 
service or to close certain of the lines against ordinary traffic, 
and that, under such circumstances, no responsibility could be 
accepted for any delay or loss that might arise. 

The act under which control of the railways was taken by the 
government provides that when the Crown by an order in council 
declares that an emergency has arisen in which it is expedient 
for the public service that the government shall have control 
over the railroads or any of them, the secretary of state, by 
warrants, may empower any person or persons named to take 
possession of any railroad in the United Kingdom and of its 
plant or of any part thereof, or may take possession of the 
plant without taking possession of the railroad itself and use 
it for government service in such manner as the secretary of 
state may direct. Any such warrant is to remain in force for 
one week only, but may be renewed from week to week as long 
as, in the opinion of the secretary of state, the emergency con- 
tinues. The act also provides for such full compensation for 
any loss or injury sustained by the railway companies by the 
exercise of this power as may be agreed upon between the secre- 
tary of state and the railways and provides for arbitration in 
the case of difference; and that while the railways are in the 
hands of the government, all contracts for the operation and 
maintenance of the road shall be enforceable by or against the 
government. 

The arrangements necessary for moving troops, horses and 
materials by rail for mobilization have been constantly under 
consideration by the military authorities, and the railways have 
naturally been regarded as an important factor in any mobiliza- 
tion scheme. There is a war railway council and a railway 
staff corps attached to the Royal Engineers and there have 
been various meetings at the Board of Trade to discuss methods 
for obtaining the maximum efficiency of the railways. Im- 
mediately following the taking possession of the railways by 
the government, the London & South Western gave notice that 
in consequence of the requirements in connection with the move- 
ment of the forces it was not practicable to continue the whole 
of the passenger train service as advertised, and that it would 
be necessary to reduce and alter this service from August » 
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until further notice. The notice stated that full particulars of 
the suspension and alteration would be issued, and the company 
also announced that it would be unable to guarantee the running 
or punctuality of trains and could not be responsible for any 
delay, loss or damage which might occur in passenger train 
service. Similar notices of modified passenger train service were 
issued by other leading English and Irish railway companies, 
several of which announced that their ordinary passenger and 
goods train service would be subject to material alteration and 
discontinuance without further notice. 

The publication of weekly traffic returns of the railways was 
also discontinued, as during the continuance of the war the 
railways will be operated almost as a single system, the govern- 
ment compensating the companies for any loss or injury in pay- 
ing for the movement of troops and stores after the railways are 
restored to normal conditions. As the sums to be received from 
the government cannot be dealt with in weekly installments, the 
publication of these reports would, under the circumstances, be 
futile. With the business of the country disorganized on account 
of the obstacles to export and import traffic, the business of the 
railways would, of course, have been vitally affected even with- 
out the necessity for the use of their lines for military purposes. 

With the practical cessation of European imports and exports 
and the general interruption of all kinds of business, the 
merchandise and general traffic has been heavily reduced and 
the pleasure and ordinary passenger travel reduced to a mini- 
mum. Operating expenses will also naturally be affected by the 
rise in the prices of materials and in other ways. The declara- 
tion of dividends was postponed by several railways, pending 
the outcome of events. 

The Railway News, of London, in its issue of August 8, pub- 
lished an estimate that over 20,000 railway employees had left 
their employment in obedience to mobilization orders, their places 
being filled by promoting men of lower grades or by taking on 
new men for the less skilled occupations. The companies an- 
nounced that so far as possible they would keep places open 
for the men who return to civil life when the war ends. At 
the time of the South African war, the railways not only made 
arrangements for keeping places open, but also for providing for 
those dependent upon the men killed or incapacitated during their 
military service. Similar arrangements are being made now. 

The British railways have never yet been put to a complete 
test as to their ability in the matter of handling such a volume 
of traffic as would be necessitated in the transportation of an 
army to resist invasion, but they have often been called upon 
to handle large numbers of troops, horses and military equip- 
ment for maneuvers and royal reviews, frequently at times when 
their capacity was being subjected to a far greater strain by the 
handling of holiday passenger traffic. 

The British railways are admirably adapted to the handling 
of troops in large numbers. Among the factors which are con- 
sidered advantageous are the duplication of lines and the prox- 
imity of stations to each other. As the stations are rarely more 
than three or four miles apart, not all of the trains need go to 
the same station. Thus if 12 trains are required for the district 
served by stations A, B and C, the first, fourth, seventh and 
tenth trains could go to A, the second, fifth, eighth and eleventh 
to B, and the remainder to C. Should the trains run at 10 
minute intervals, there would be half an hour to load or unload 
the first at A before the next train was due. Moreover, nearly 
all of the lines are double track and two trains may therefore, in 
emergency, be run in the same direction at the same time. Other 
advantages are found in the complete installation of block signals, 
telephones, speaking instruments and other signals. 

As to the continental railways they are largely owned by the 
covernments and a great many lines have been built with refer- 
ence to their possible use in war time; and naturally the trans- 
portation of military forces has been their first consideration. 
Germany’s arrangements for mobilization by railway have been 
unusually complete. A war time-table, revised as occasion de- 
roanded, has always been in the possession of railway officers 
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throughout the country, capable of being put into force at the 
shortest notice. All railways are administered by the military 
authorities in time of war, irrespective of whether the railways 
are state or company owned. 

The Russian railways have a different gage from the other 
European lines and this difference has been maintained for 
strategic reasons. Short strategic lines built by Germany on the 
French and Belgian frontiers naturally have been of the greatest 
importance, and in addition most of the main lines are so located 
as to have the greatest efficiency for military purposes. 





THE TRAIN MASTER’S CHARACTER; AND 
DUTIES* 


By W. E. WiLt1aMs 


General Superintendent, Missouri, Kansas & Texas 


The question of where a trainmaster should come from is a 
matter involving considerable difference of opinion. Whether 
his previous training should have been that of a despatcher, 
trainman, engineman, station agent or office man is an unsettled 
question. The fact is, it does not make much difference from 
what line he comes, as it is the man, after all, that counts. He 
should be constructive, analytical and judicial. He should be 
both suspicious and trustful, sufficiently suspicious to hold every 
man under observation until his worth is determined, and then 
sufficiently trustful to give to loyalty and worth the confidence 
that these qualities deserve. 

He should by no means have a fixed plan or schedule for 
covering his division, but on the contrary should be prepared to 
change from one train to another on a moment’s notice so that 
in no case will his men have a fixed schedule on which to look 
for him. But little time should be devoted to riding passenger 
trains, as ordinarily passenger trains take care of themselves; 
but where it becomes necessary to ride a passenger train that is 
not doing well and it is necessary to improve the movement, the 
trainmaster should in all cases ride in the first car of the train 
so that he will be convenient to the place where the work is 
being done at stations and will be in position to see and observe 
the movements of the train and station men, and know to what 
extent each is putting forth a proper effort to avoid unneces- 
sary station delay. You will frequently see trainmasters on the 
rear of passenger trains, but, except at night, and for the pur- 
pose of observing switch lights, they have no business on the 
rear of passenger trains. They should, of course, go through 
every passenger train on which they ride, to observe the con- 
dition of the coaches and the general appearances and conduct 
of the crew. 

Check of the more important yards should be made at least 
once each month and an eternal and never-ending check of for- 
eign cars should be made at all times, particularly cars set out 
at blind sidings, as by the prompt release and handling of for- 
eign cars alone the trainmaster can easily earn his salary in the 
saving of per diem, to say nothing of adding to his available car 
supply. 

He should, of course, be at all times familiar with instruc- 
tions issued by the superintendent of transportation as to the 
disposition and routing of various line cars in order that he may 
be in position to see that such cars are properly handled. He 
should have each day a statement of the overtime made by in- ° 
dividual crews the day previous, and a memorandum from the 
chief despatcher showing tonnage handled on each train run; 
and where overtime appears to be unnecessary and excessive, 
the matter should be handled immediately with the crew inter- 
ested. He should make it his business to spend sufficient time 
with work trains to see that work is properly organized and 
that there is no delay or lost motion so far as train service is 
concerned. 

He should never camp at any place, only remaining sufficiently 





*Extracts from a paper read at a staff meeting at Galveston, Tex., 
June 22, 1914, 
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long in any yard or on any train to see that the work is being 
properly handled, and then move to some other place. The 
trainmaster, to be of service, must be in action, up and going 
at all times. He should be observant of track conditions and 
methods of track repairs, should work closely with the road- 
master, with the road foreman of engines and the division en- 
gineer, and thus relieve the superintendent of detail investi- 
gation and supervision. 

The right sort of man as trainmaster can be of wonderful as- 
sistance to his superintendent in making investigations, and he 
should so arrange that his report will conclude the matter, so 
that it will not be necessary for the superintendent to follow 
after him and conduct an additional investigation. 

The trainmaster, in dealing with his men, particularly in mat- 
ters involving failure to properly perform duty can do best by 
personal conference with the employee concerned; and this can 
usually be accomplished by simply waiting your opportunity of 
riding with the employee where you can have a quiet heart to 
heart talk with him, point out his error and what will be ex- 
pected of him in future. In no case, where possible to avoid it, 
should men be publicly reprimanded or unnecessarily humiliated. 
A man who is of any account at all, will, regardless of the jus- 
tice of your action, resent a public reprimand; and where dis- 
cipline is such as to deprive a man of his self respect it is of a 
character that, so far as the employee is concerned, absolutely 
destroys his usefulness. 


STREET AND ELECTRIC RAILWAYS IN 1912 


The bureau of the census has issued bulletin No. 124, includ- 
ing statistics for street and electric railways for the year 1912, 
covering all railways other than steam roads in operation during 
any portion of the year. Comparative statistics are also shown 
for the censuses of 1907, 1902 and 1890. The statistics for elec- 
trically-operated divisions of steam roads are included only in 
cases where full reports could be made therefor separate from 
those for steam road operation. In the case of electric railway 
companies selling electricity for lighting and industrial purposes, 
when it was impossible to obtain complete, separate reports for 
the railways and for the electric light and power operations, data 
for both branches are included in the report for the railway. 
Comparisons for different censuses are to some extent affected 
by the inclusion of incomplete or estimated reports. The prin- 
cipal statistics are shown in the following comparative summary: 


COMPARATIVE SUMMARY, INCLUDING TRAFFIC, INCOME AND CAPITALIZATION: 
1912, 1907 anp 1902 


Per cent of 

. increase, 

1912 1907 1902 1902-1912 

Number of companies.... 1,260 1,236 987 27.7 

DESIRES OE TIME. coca cvccccs 30,437.86 25,547.19 16,645.34 82.9 

Miles of single track.... 41,064.82 34,381.51 22,572.52 81.9 
Rolling stock: 

Ore, WEMIRET 20. cncsee 94,016 83,641 66,784 40.8 
yl ee Tr 76,162 70,016 60,290 26.3 
AT GORE cccccscccs 17,854 13,625 6,494 174.9 

Electric locomotives ... 277 117 3 pane 

Persons employed by op- 
erating companies: 

eS rrr Te 282,461 221,429 140,769 100.7 

Salaries and wages.... $200,890,939 $150,991,099 $88,210,165 127.7 
Salaried employees— 

eS ee ee 23,271 11,700 7,128 226.5 
BEMTEOR -~.550h05 08% $26,128,786 $12,909,466 $7,439,716 251.2 
Wage earners— 
Average number... 259,190 209,729 133,641 93.9 
ee ee $174,762,153 $138,081,633 $80,770,449 116.4 
Traffic: 

Passengers carried ...12,135,341,716 9,533,080,766 5,836,615,296 107.9 
ENS. oc scncanadl 9,545,554,667 7,441,114,508 4,774,211,904 99.9 
Se eee 2,423,918,024 1,995,658,101 1,062,403,392 128.2 
Pe: cestenssenkead 165,869,025 96,308,157 ctapem stein ene 

Revenue car mileage... 1,921,620,074 1,617,731,300 1,144,430,466 67.9 
ere 1,885,870,157 1,583,831,199 1,120,101,944 68.4 
Express, mail and frt. 35,749,917 33,900,101 24,328,522 46.9 

Average number of rev- 

enue passengers— 
Per mile of track op- 

Seo ee 232,556 216,522 212,217 9.6 
Per revenue passenger 

car mile ......... 5.06 4.70 4.26 
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Per cent of 
increase, 
1912 1907 1902 1902-1912 
Condensed income accounts: 
Operating companies— f 
Gross -income........ $585,930,517 $429,744,254 $250,504,627 133.9 
Operating revenues 567,511,704 418,187,858 247,553,999 129.2 
Transportation 
revenues ..... 520,184,773 390,276,347 235,997,005 120.4 
Non-transportation 
revenues ..... 47,326,931 27,911,511 11,556,994 309.5 
Income from other 
SOUIOES 45.5550. 18,418,813 11,556,396 2,950,628 524.2 
Operating expenses.. 332,896,356 251,309,252 142,312,597 133.9 
Net earnings (operat- 
ing revenues less op- 
_ erating expenses).. 234,615,348 166,878,606 105,241,402 122.9 
Gross income, less op- 
erating expenses... 253,034,161 178,435,002 108,192,030 133.9 
Deductions from in- 
SMES oie Sis esic ieee 191,123,408 138,094,716 77,595,053 146.3 
ee eee ee 35,027,965 19,755,602 13,078,899 167.8 
Interest on funded 
and floating debt 
and mortgages... 98,025,338 63,740,744 38,085,911 157.4 
Rent of leased lines 
and terminals.... 44,784,521 48,022,596 25,518,225 75.5 
f Miscellaneous ..... 13,285,584 6,575,774 “24 i) ee 
Net income ......... 61,910,753 40,340,286 30,596,977 102.3 
Dividends ........ 51,650,117 26,454,732 15,882,110 225.2 
a 10,260,636 13,885,554 14,714,867 —30.3 
Lessor companies— 
Gross income ....... 35,605,367 47,913,249 26,138,899 36.2 
Rentals from operat- 
ing companies... 35,144,521 47,500,933 26,116,884 34.6 
Miscellaneous income 460,846 412,316 BEMAG vase 
Deductions from in- 
Se ee ee 16,090,372 19,465,984 8,779,294 83.3 
Interest on funded 
and other debt.. 15,234,132 18,030,522 8,376,559 81.9 
Miscellaneous deduc- 
RG Sooo nos os gee 856,240 1,435,462 402,735 112.6 
Net income ........ 19,514,995 28,447,265 17,359,605 12.4 
Dividends ........ 19,342,101 28,030,542 17,157,061 12.7 
ee eee 172,894 416,723 202,544 —14.6 
Capitalization: 

5 ae ery 4,708,568,141 3,774,772,096 2,308,282,099 104.0 
Operating companies 3,956,718,023 2,811,876,374 1,775,468,781 122.9 
Lessor companies.. 751,850,118 962,895,722 532,813,318 41.1 

Capital stock ....... 2,384,344,513 2,097,708,856 1,315,572,960 81.2 

Funded debt ........ 2,324,223,628 1,677,063,240 992,709,139 134.1 
Cost of construction and 

SOUNEPEE Gacccd acu 4,596,563,292 3,637,668,708 2,167,634,077 112.1 


The total capitalization in 1912 is reported as $4,708,568,141, 
an increase over 1902 of 104 per cent. Of this $2,384,344,513 
was capital stock, and $2,324,223,628 was funded debt. 

Of the total amount disbursed for salaries and wages in 
1912, 13 per cent was for salaries, 4714 per cent for wages of 
conductors and motormen, and 39% per cent for all other wage 
In 1907 wages of conductors and motormen con- 
stituted 50.1 per cent of all salaries and wages, and in 1902, 55.1 
per cent. 

Of the total operating revenues, 91.7 per cent was derived 
from transportation in 1912, as against 93.3 per cent in 1907, and 
95.3 per cent in 1902. The percentage derived from passengers 
was 88.6 per cent in 1912, as against 91.4 per cent in 1907, and 
94.5 per cent in 1902, while the percentage from freight was 
1.8 per cent in 1912, as against 1.3 per cent in 1907 and 0.4 per 
cent in 1902. 

A special table is presented showing a comparison of income 
and expense on a passenger basis, showing that while the gross 
income per passenger increased from 5.25 cents in 1902, to 6.14 
cents in 1912, the passenger revenue per passenger increased from 
49 cents to 5.27 cents, and the operating expenses from 2.98 
cents to 3.49 cents, making an increase in gross income less 
operating expenses from 2.27 cents to 2.65 cents, and an increase 
in net income from 0.64 to 0.65 cents. 





A Bett Ramway For Pexinc.—The Chinese ministry of com- 
munication has arrived at an arrangement with the Peking city 
authorities whereby they will be able to connect the terminals 
of the Peking-Kalgan, the Peking-Mukden, the Peking-Tungchow 
and the Peking-Hankow railways. Later a Peking central rail- 
way station will be built. The line will be about seven miles 
in length and will hug the wall the whole way. To facilitate 
the handling of traffic in and out of the city two tunnels will be 
bored through the wall on either side of the existing arch form- 
ing the Chien-men. 
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The men in the shops of the Philadelphia & Reading are now 
working fifty-five hours a week, an increase of fifteen hours over 
the schedule in force for several weeks past. 


No passenger has been killed in any train accident on the 
New York Central & Hudson River since February 1, 1911; 
and during that time the number of passengers carried was 
136,154,983. 


Following a derailment, and while the wreck was being picked 
up by a derrick, four employees, one of whom was Homer S. 
Badgett, assistant superintendent, of the New Orleans, Texas & 
Mexico were killed and three others were probably fatally in- 
jured near Savoy, La., August 28, by an explosion of gasoline. 
The gasoline car was in the freight train which had been de- 
railed. The fire which caused the explosion is supposed to have 
been started by a spark caused by a chain slipping. 


The Baltimore & Ohio has issued general instructions to em- 
ployees constituting them an organization of fire-fighters, al- 
ways ready for emergency service. When fires are discovered 
by enginemen, conductors or other employees in train service, 
they must lend assistance in extinguishing them, and any delay 
occasioned by assisting in putting out a fire must be reported at 
the first telegraph station. At division points the road has pro- 
vided fire-fighting apparatus and the men are drilled. 


The safety department of the Delaware, Lackawanna & West- 
ern, in Safety First. Bulletin No. 8, gives the number of deaths 
and injuries to employees during the first half of each year since 
1910—1911, 1912, 1913 and 1914—showing a decrease each year. 
The number of killed was reduced from 34 in 1911 to 7 in 1914, 
and the number of injuries from 137 to 99. The bulletin gives 
the causes of the deaths of the seven men in 1914, and contains 
a large number of suggestions for improving the safety record; 
also a long list of commendable actions of employees shown on 
discipline bulletins for four months of this year. 


Central Railway Club 


The next regular meeting, the annual outing of the Central 
Railway Club, will be held at Buffalo on September 11. The 
program for the day is as follows: Members will assemble at 
the Statler Hotel, the club headquarters, and leave there at 8:45 
a.m. to go by the Niagara street cars to the foot of Austin street, 
from whence a boat leaving promptly at 9:30 will convey them 
down the west channel of the Niagara river around Grand Island 
and up the east channel to either the Buffalo Lunch Club or the 
Motor Club grounds on Grand Island; dinner will be served on 
arrival and will be followed immediately by the regular club 
meeting, at which a paper on Locomotive Arch Brick will be 
read by George Wagstaff of the American Arch Company, New 
York. For the accommodation of members in New York and 
vicinity arrangements are being made for a special Pullman 
sleeping car to be attached to the train leaving the Lackawanna 
station at Hoboken at 6:55 on September 10. 





American Society of Mechanical Engineers 


A hearing will be held by the committee on standard boiler 
specifications in the rooms of the society, 29 West 39th street, 
on September 15 at 10 a. m. The basic idea of this com- 
mittee’s work is the formulation of a standard of the highest 
requirements in order to reduce the loss of life and property 
from boiler explosions. It is the intention also to create a 
standard which it is hoped will ultimately be adopted by the 
federal government, and state governments not now having 


boiler regulations. A considerable number of associations 


and engineering organizations have been invited to have rep- 
resentatives present and it is also desired insofar as is pos- 
sible that all who have not already done so, prepare and 
send a statement in writing previous to the hearing to assist 
in the deliberations. 





MEETINGS AND CONVENTIONS 


The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Arr Brake Association.—F. M. Nellis, 53 State St., Boston, Mass. 
convention, May 4-7, 1915, Hotel Sherman, Chicago. 


AMERICAN ASSOCIATION oF DEMuURRAGE OFfFicers.—A. G. Thomason, Demur- 
rage Commissioner, Boston, Mass. Annual convention in April. 
AMERICAN ASSOCIATION OF DiNING Car SUPERINTENDENTS.—H. C. Board- 
man, D. L. & W., Hoboken, N. J. Next convention, October 22-24, 
Washington, D. C. 

AMERICAN ASSOCIATION OF FREIGHT AGENTS.—R. O. Wells, Illinois Central, 
East St. Louis, Ill. Annual meeting, May 21-24, 1915, Richmond, Va. 


AMERICAN ASSOCIATION OF GENERAL PASSENGER AND TICKET AGENTS.—W. C. 
Hope, C. R. R. of N. J., 143 Liberty St., New York. Annual meet- 
ing, September 15-16, Boston, Mass. 

AMERICAN ASSOCIATION OF RAILROAD. SUPERINTENDENTS.—E. H. Harman, 
Room 101, Union Station, St. Lowis, Mo. 


AMERICAN ELectric RarLway AssociaTion.—E. B. Burritt, 29 W. 39th St., 
New York. Annual convention, Octdber 12-16, Atlantic City, N. J. 


AMERICAN ELectric RAILWAY MANUFACTURERS’ ASSOCIATION.—H. G. McCon- 
naughy, 165 Broadway, New York. Meetings with American Electric 
Railway Association. 

AMERICAN RaiL_way AssociatTion.—W. F. Allen, 75 Church St., New York. 
Semi-annual meeting, November 18, Chicago. 


AMERICAN RarLway BripcE anp Buitpine Association.—C. A. Lichty, C. & 
: ., Chicago. Next convention, October 20-22, 1914, Los Angeles, 
al. 


AMERICAN RartLway ENGINEERING AssocIATION.—E. H. Fritch, 900 S. Mich- 
igan Ave., Chicago. Next convention, March 16-18, 1915, Chicago. 

AMERICAN RatLway Master Mecuanics’ AssociaTion.—J. W. Taylor, 1112 
Karpen Bldg., Chicago. Annual meeting, June, 1915. 


AMERICAN RaiLway Sarety Association.—L. F. Shedd, C. R. I. & PB, 
Chicago. Next meeting, November, Chicago. 


AMERICAN RartLway Toot ForeMen’s AssociaT1ion.—A. R. Davis, Central of 
Georgia, Macon, Ga. Arinual meeting, July, 1915. 

AMERICAN SOCIETY FOR TESTING MatTErIALs.—Prof. E. Marburg, University 
of Pennsylvania, Philadelphia, Pa. 


AMERICAN Society oF Civit ENGINEERS.—Chas. W. Hunt, 220 W. 57th St., 
New York. Regular meetings, lst and 3d Wednesday in month, ex- 
cept, June, July and August, 220 W. 57th St., New York. 


AMERICAN SOCIETY OF ENGINEERING ContRAcToRS.—J. R. Wemlinger, 11 
Broadway, New York. Regular meetings, 2d Thursday in month, at 
2 P. M., 11 Broadway, New York. : 

AMERICAN SOCIETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 
a St., New York. Annual meeting, December 1-4, 1914, New 

ork. 

AMERICAN ‘Woop PRrEsERVERS’ AssocIATION.—F. J. Angier, B. & O., Mt. 
Royal Sta., Baltimore, Md. Next convention, January 19-21, 1915, 
Chicago. 

ASSOCIATION OF AMERICAN RaiLway ACCOUNTING OFFIcERS.—E. R. Wood- 
son, 1300 Pennsylvania Ave., N. W., Washington, D. C. Annual 
convention, April 28, 1915, Atlanta, Ga. 

ASSOCIATION OF MANUFACTURERS OF CHILLED Car WHEELS.—George W. 
Lyndon, 1214 McCormick Bldg., Chicago. Annual meeting, second 
Tuesday in October, New York. 

ASSOCIATION OF RatLway Ciaim AGENTS.—C. W. Egan, B. & O., Baltimore, 
Md. Annual meeting, 3rd week in May, 1915, Galveston, Tex. 
ASSOCIATION OF RatLway ELEcTRICAL ENGINEERS.—Jos. A. Andreucetti, C. & 
N. W., Room 411, C. & N. W. Sta., Chicago. Annual convention, 

October 26-30, 1914, Chicago. 

ASSOCIATION OF RatLway TELEGRAPH SUPERINTENDENTS.—P. W. Drew, Soo 
Line, 112 West Adams St., Chicago. Annual meeting, June 22-25, 
Rochester, N. Y. 

ASSOCIATION OF TRANSPORTATION AND Car ACCOUNTING OFFICERS.—G. P. 
Conard, 75 Church St., New York. Next meeting, December 8-9, 
1914, Richmond, Va. 

BRIDGE AND BuILDING SuppLy MeEn’s AssocraTI0on.—L. D. Mitchell, Detroit 
Graphite Co., Chicago, Ill. Meetings with American Railway Bridge 
and Building Association. 

CANADIAN RarLway CLus.—James Powell, Grand Trunk, P. O. Box 7, St. 
Lambert (mear_ Montreal), Que. Regular meetings, 2d Tuesday in 
month, except June, July and August, Windsor Hotel, Montreal, Que. 

CANADIAN SOCIETY OF CiviL ENGINEERS.—Clement H. McLeod,176 Mans- 

‘ eld St., Montreal, Que. Regular meetings, lst Thursday in October, 
November, December, February, March and April. Annual meeting, 
January, Montreal. 

Car ForEMEN’s ASSOCIATION oF CHIcaco.—Aaron Kline, 841 Lawler Ave. 
Chicago. Regular meetings, 2d Monday in month, except July and 
August, Lytton Bldg., Chicago. 

CENTRAL RaiLway Cius.—H. D. Vought, 95 Liberty St., New York. Regu- 
lar meetings, 2d Friday in January, May, September and November. 
Annual meeting, 2d Thursday in March, Hotel Statler, Buffalo, N. Y 

Civit ENGINEERS’ Society or St. Paut.—Edw. J. Dugan, P. O. Box 654, 
August and September, Old State Capitol Bidg., t. Paul. 

ENGINEERS’ SociETY OF PENNSYLVANIA.—Edw. R. Dasher, Box 75, Harris- 
burg, Pa. Regular meetings, Ist Friday after 10th of each month, 
except July and August, 31 So. Front St., Harrisburg, Pa. 

ENGINEERS’ Society OF WESTERN PENNSYLVANIA.—Elmer Hiles, 2511 
Oliver Bldg., Pittsburgh, Pa. Regular meetings, lst and 3d Tuesday, 
Pittsburgh. 

FreigHt Ciaim AssocraTion.—Warren P. Taylor, R. F. & P., Richmond, 
Va. Annual meeting, June 16, 1915, Chicago. 

GENERAL SUPERINTENDENTS ASSOCIATION OF CHIcAGoO.—A. M. Hunter, 321 
Grand Central Station, Chicago. Regular meetings, Wednesday pre- 
egding 3d Thursday in month, Room 1856, Transportation Bldg., 

icago. 


Next 
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INTERNATIONAL Rattway Concress.—Executive Committee, 11, Rue de Lou- 
—, Brussels, Belgium. Next convention, June 23 to” July 6, 1915, 

thin. 

INTERNATIONAL Rartway Fue Association.—C. G. Hall, C. & E. L, 922 
McCormick Bldg., Chicago. Annual meeting, May 17-20, 1915, Chi- 
cago. 

INTERNATIONAL RaiLway GENERAL ForEMEN’s AssociaTION.—Wm. Hall, 829 
W. Broadway, Winona, Minn. Next convention, July 14-17, 1915, 
Sherman House, Chicago. 

INTERNATIONAL o—y) Master BLacksMITMS’ AssociaTION.—A. L. Wood- 
worth, C. H. & D., Lima, Ohio. 

MAINTENANCE OF Way AND MASTER PAINTERS’ ASSOCIATION OF THE UNITED 
States aNnp Canapa.—T. I. Goodwin, C. I. & P., Eldon, Mo. 
Next convention, November 17-19, 1914, Detroit, Mich. 

Master Boiler Magers’ ASSOCIATION —Harry D. Vought, 95 Liberty St., 
New York. nnual convention, May, 1915. 

Master Car AND LocoMOTIVE PAINTERS’ ASSOCIATION OF THE UNITED STATES 
anp Canapa.—A. P. Dane, B. & M., Reading, Mass. Next conven- 
tion, September 8-11, Nashville, Tenn. 

Master Car BurLpers’ ASSOCIATION. —J. W. Taylor, 1112 Karpen Bldg., 

hicago. Annual meeting, June, 1915. 

NationaL Rartway APPLIANCES ASSOCIATION.—Bruce V. Crandall, 537 So. 
Dearborn St. Chicago. Next convention, March 15-19, 1915, Chicago. 

New EncLanp Rartroap CLus.—W. E. Cade, Jr., 683 Atlantic Ave., Bos- 
ton, Mass. Regular meetings, 2d Tuesday in month, except "June, 
July, August and September, Boston. 

New York Rartroap CLius.—Harry D. Vought, 95 Liberty St., New York. 
Regular meetings, 3d Friday in month, except June, July’ and August, 
29 W. 39th St., New York. 

Niacara Frontier Car Men’s Assocration.—E. Frankenberger, 623 Bris- 
bane Bldg., Buffalo, N. Y. Meetings monthly. 

Peoria AssociATION OF Rartroap OrFicers.—M. W. Rotchford, Union Sta- 
tion, Peoria, Ill. Regular meetings, 2d Thursday in month, Jefferson 
Hotel, Peoria. 

Rartroap CLus oF Kansas City.—C. Manlove, 1008 Walnut St., Kansas 
City, Mo. Regular meetings, 3d Friday in month, Kansas City. 
RarLroap MAsTer TINNERS, COPPERSMITHS AND PipEFITTERS’ ASSOCIATION.— 
U ‘? Thompson, See I., Danville, Ill. Annual meeting, May, 

1915. 

Raitway Business AssociaT1Ion.—Frank W. Noxon, 30 Church St., New 
York. Annual meeting, December 10, 1914, Waldorf-Astoria Hotel, 
New York. 

Rartway CiLus oF PITTsBURGH.—J. 
Pittsburgh, Pa. Regular mactinee, 
July and August, Monongahela House, Pittsburgh. 

Raitway ExectricaL Suppty MANUFACTURERS’ ASSOCIATION. —J. Scribner, 
1021 Monadnock Block, Chicago. Meetings with Association of Rail- 
way Electrical Engineers. 

Raitway Fire Protection Association.—C. B. Edwards, Fire Ins. Agt., 
Mobile & Ohio, Mobile, Ala. Annual meeting, October 6, 1914, Wash- 
ington, ° 

Rartway SicnaL Assocration.—C. C. Rosenberg, Times Bldg., Bethlehem, 
Pa. Annual meeting, September 22-24, 1914, Bluff Point, N. 


B. Anderson, Room 207, P. R. R. Sta., 
4th Friday in month, except June, 


RarLway STOREKEEPERS’ ASSOCIATION.—J. "Murphy, L. Ss. & M. 5.5 Box c 
Collinwood, Ohio. Annual meeting, May, 1915 

Rartway Supply Manuracturers’ AssociaTion.—J. D. Conway, 2136 Oliver 
Bldg., Pittsburgh, Pa. Meetings with M. C. B. and M. M. Associa- 
tions. 

RAILWAY TELEGRAPH AND TELEPHONE APPLIANCE AssociaTIon.—G. A. Nelson, 


50 Church St., New York. Meetings with Association of Railway 
Telegraph Superintendents. 

RichMonp Raitroap Cius.—F. O. Robinson, C. & O., Richmond, Va. 
—e meetings, 2d Monday in month, except June, July and 

ugust 

Ressenariey” AND MAINTENANCE OF Way AssocraTion.—L. C. Ryan, C. & 
N. , Sterling, Ill. Next convention, September 8-10, 1914, Chicago. 

Sz. a Rartway Crus.—B. W. Frauenthal, Union Station, St. Louis, 

4 7) meetings, 2d Friday in month, except June, July and 
eo t. Louis. 

Satt Lake City TRaANsporRTATION CLus.—R. E. Rowland, Hotel Utah <n 
Salt Lake City, Utah. Regular meetings, Ist Saturday of each mont 
Salt Lake City. 

SicnaL APPLIANCE AsSocIATION.—F. W. Edmunds, 3868 Park Ave., New 
York. Meeting with annual convention Railway Signal “ig i 4m 

Socrety oF Rartway Financiat Orricers.—Carl Nyquist, C. R. I. 
La Salle St. Sta., Chicago. Annual meeting, September 15-17, Forel 
Aspinwall, Lenox, Mass. 

SouTHERN 5 ag oF Car Service Orricers.—E. W. Sandwich, A. & 
W. P. Ry., Atlanta, Ga. 

SouTHERN AND SournwesTenw Rartway Crius.—A. J. Merrill, Grant Bldg., 
Atlanta, Ga. ular meetings, 3d Bem dh January, March, May, 
July, September, wy oh ty 10 A. Candler Bidg., Atlanta. 

ToLepO TRANSPORTATION CLUB. ll, 5. 4 Agent, Interstate Despatch, 

oledo, Ohio. Regular meetings, Ist Saturday in month, Boody 
House, Toledo. 

Track Suppty Assocration.—W. C. Kidd, Ramapo Iron Works, Hillsburn, 
N. Meetings with Roadmasters’ and Maintenance of Way Asso- 
ciation. 

TraFric Cius or Curcaco.—W. H. Wharton, La Salle Hotel, Chicago. 

TrarFric Crus oF New Yorx.—C. A. Swope, 291 Broadway, New York. 
Regular meetings, last Tuesday in month, except June, July and 
August, Waldorf-Astoria, New, York. 

Trarric CLus or PitrssurcH.—D. ©. Wells, Erie R. R., Pittsburgh, Pa. 
Meetings bimonthly, Pittsburgh. Annual meeting, 2d Monday in June. 

TraFFic CLus oF St. Louis.—A. F. Versen, Mercantile Library Bldg., 
St. Louis, Mo. Annual meeting in November. Noonday meetings 
October to May. 

TRAIN } eggy men AssociaTION OF AmeErtca.—J. F. Mackie, 7122 Stewart 

Ave., Chicago. Annual meeting June 15, 1915, Minneapolis, Minn. 

TRANSPORTATION CLuB OF Detroit.—W. R. Hurley, Superintendent’s office, 
i. S. & M. S., Detroit, Mich. Meetings monthly, Normandie Hotel, 
Detroit. 


TRAVELING ENGINEERS’ AssocraTion.—W. O. Thompson, N. Y. C. & H 
East Buffalo, N. Y. Next meeting, September 15-18, Hotel Shes? 
man, hicago. 

Uran Society oF ENGINEERS.—Frank W. ers Newhouse Bldg., Salt 
Lake City, Utah. Regular meetings, Friday in month, except 
July and August, Consolidated i. Hall, Salt Lake City. 

WESTERN Canapa Rartway CLvus. —W. Rosevear, P. O. Box 1707, Win- 


nipeg, Man. Regular meetings, or Monday, except June, July and 
August, Winnipeg. 
Western Rattway Cvs. —J. _W. Taylor, 1112 Karpen Bldg., Chicago. 


Regular meetings, 3d Tuesday in month, except June, July and 
August, Karpen Bldg., Chicago. 
Western Society oF ENGINEERS.—J. H, Warder, 1735 Monadnock Block, 
icago. Regular meetings, 1st Monday in month, except January, 
July and August, Chicago. Extra meetings, except in July and 
August, generally on other Monday evenings. 
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Traffic News 








The receivers of the Pere Marquette have asked Judge Tuttle, 
in charge of the receivership, for permission to advance freight 
and passenger rates. 


On August 9 the running time of the Chicago & North West- 
ern’s Duluth-Superior Limited train, from Chicago to Duluth, 
was shortened by 30 minutes. 


The Panama Railroad last week notified connecting carriers that 
at the end of ninety days the road will withdraw from all agree- 
ments relating to through freight traffic. In other words the 
Panama Canal has superseded the railroad. 


The Department of Agriculture has issued an order that 
spoiled food transported in interstate commerce must be 
denatured, so that it cannot be eaten. For example, spoiled 
eggs, to be used in tanning, must be treated with salt, petroleum 
‘sd eatin matter, so that no one will attempt to use them as 
ood. 


Officers of a number of Texas railways recently appeared be- 
fore a committee of the state legislature to protest against the 
clause in the cotton warehouse bill now before the special session 
of the legislature, requiring the roads to build sheds at all points 
where cotton is received and to protect it from the weather while 
in transit. 


The railways entering Chicago have announced their intention 
of assessing a charge for trap-car service in the Chicago dis- 
trict after October 1 of 4% cents per 100 lb., with a minimum 
of 8,000 lb. The charge will apply from all industries and uni- 
versal freight stations. The cost of trap-car service is now ab- 
sorbed, the eastern lines requiring a minimum of 10,000 Ib., and 
the western lines, 6,000 Ib. 


The United States District Attorney at New York City has 
begun a suit in the Federal Court against the Lehigh Valley for 
an injunction forbidding payments as commission or salary to 
George W. Sheldon & Company, forwarding agents. Sheldon & 
Company have been indicted for accepting rebates, the charge 
being that they represent the shippers and are not properly to 
be regarded as forwarding agents. 


The Louisville & Nashville and other roads in Southern terri- 
tory have filed tariffs to be effective October 1, making advances 
in certain rates on lumber from points in Mississippi and 
Louisiana to Ohio River points, as well as numerous advances 
from Memphis to points in Iowa, North and South Dakota, 
Minnesota and Western trunk line territory. The increase 
varies from 1 cent to 4 cents per 100 Ib. on oak, gum and 
cottonwood. 


The Chicago, St. Louis & Gulf Transportation Company, 
which began service between Chicago and LaSalle, Ill, on Au- 
gust 10, via the Illinois & Michigan canal and the Chicago river, 
making tri-weekly trips with 150-ton capacity barges, is basing 
its rates on a 20 per cent differential under the rail rates. The 
company announces that the tonnage is increasing with every trip 
and that it is planned to make the service daily within the next 
month. The company is agitating for a deepening of the canal, 
with the idea of running boats from Chicago to New Orleans 
via the Mississippi river. 


The freight traffic department of the Chicago & Eastern 
Illinois has issued “Lumber Specialization Circular No. 1,” 
signed by E. S. Stephens, assistant general freight agent, de- 
scribing the service that the road gives on lumber shipments, 
which are handled as “Green Ball” freight at an average move- 
ment of 100 miles a day, and giving a brief outline of the various 
rate bases applying on lumber. The circular states the belief 
that there will soon be great activity in the lumber trade and 
that officers of the road have been giving closest attention to all 
details of the lumber traffic. Other circulars are to follow. 


The embargoes on shipments of ‘grain to Galveston for ¢x- 
port, which had been in effect for about three weeks, were raised 


on August 27, and all lines entering Galveston have notified 
The 


their connections that they are ready to accept shipments. 
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embargoes: were imposed on August 4, on account of the delay 
to export shipping caused by the outbreak of the European war, 
and approximately 3,000 cars of. wheat had been tied up at 
Galveston during their continuance. The Illinois Central an- 
nounced the lifting of its embargo at New Orleans on Septem- 
ber 1. The Texas & Pacific last week modified its embargo to 
clear the congestion of wheat at Westwego, near New Orleans. 


The embargo on freight for export to Europe, which was 
placed by the trunk lines soon after the opening of the war, 
was lifted August 29 to the extent of announcing that freight 
would be accepted if prepaid to the Atlantic seaboard, and if, 
before shipping it, arrangements had been made with the steam- 
ship agents. No through export bills of lading can be issued 
until contract for ocean transportation has been made through 
foreign freight agents, and all through export bills of lading 
must have attached the ocean condition war clause, as required 
by transatlantic lines. The export movement of flour during 
the past two weeks has been unusually heavy. There is no 
scarcity of vessels for grain. 


Representatives of the Pennsylvania, the Pittsburgh & Lake 
Erie, the Baltimore & Ohio, and the Bessemer & Lake Erie 
appeared before the Pennsylvania Public Service Commission 
September 1 concerning the general 5 per cent increase in freight 
rates which has been decided on, following the recent order of 
the Interstate Commerce Commission. They requested the com- 
mission to grant blanket permission to all roads publishing Penn- 
sylvania intrastate rates to cancel the tariffs now under voluntary 
suspension, effective on or before September 12, and also asked 
authority to re-publish the 5 per cent rates, as modified on the 
basis laid down by the Interstate Commerce Commission, on less 
than statutory notice of 3, 5 or 10 days. The Commission agreed 
as to the withdrawal of the present rates, but reserved its deci- 
sion regarding the proposition to make effective the 5 per cent 
increase on less than the statutory time. The Commission also 
made it plain that no matter what its attitude on the latter ques- 
tion may be, it would not affect the question as to the reasonable- 
ness of the increased rates. The matter only involves those lines 
in the western part of Pennsylvania which come within Central 
Traffic Association territory. 


Rate clerks of the Trunk Line Association and the Central 
Passenger Association comprising the railways east of the Mis- 
sissippi river, are working day and night on the compilation of 
tariffs advancing interstate passenger fares, as mentioned in last 
week’s issue. A meeting of the rate clerks of the Trunk Line and 
Central Passenger associations was held on August 26 at Niagara 
Falls, which was attended also by a large number of passenger 
officers of the roads, at which some little progress was made. 
The task of revising the tariffs is so large and so complicated 
that it may be several months before it is completed. Roads in 
trunk line territory have announced some of their advanced rates 
to go into effect by October 1, as above noted, but on ordinary 
ticket fares the advances in that territory will be of less impor- 
tance than those in Central Passenger Association territory and 
on the western lines, because a large number of their rates are 
now on the basis of 2!%4 to 3 cents, whereas in the Central Pas- 
senger Association territory the intrastate rates are on the two- 
cent basis and have pulled down the interstate fares to some 
extent. It will therefore be some time before the rates can be 
advanced in Central Passenger Association territory, or for 
through fares. The general basis proposed is 214 cents a mile. 





Increases in Passenger Fares 


The Pennsylvania Railroad on September 1 filed with the 
Interstate Commerce Commission tariffs, to take effect October 
i increasing the price of interchangeable mileage tickets from 
two cents a mile to 2% cents. The company announces that 
o\ner changes are in contemplation. This action is taken in pur- 
stance of the suggestion made by the Interstate Commerce Com- 
tiission, in its recent decision on freight rates, to the effect that 
passenger rates are too low, as compared with freight rates. 

On Wednesday it was announced that the Boston & Albany, 
the Boston & Maine and the New York, New Haven & Hartford 
had issued similar notices; and at Harrisburg, Pa., similar 
nc-ices were: filed with the state commission by the Philadelphia 
& Reading, the Pittsburgh & Lake Erie, the Lake Shore & Michi- 
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gan Southern, the Lehigh Valley, the Delaware, Lackawanna & 
Western and the Delaware & Hudson. The Reading proposes 
to revise all of its fares, except for season tickets, on the basis 
of 2% cents a mile. Round trip fares will be no lower than 
single trip. 





Resumption of Traffic to Mexico 


Announcement has been made by officers of the Texas & 
Pacific and International & Great Northern that affairs in 
Mexico have reached a state where traffic with the United 
States is being resumed. The International & Great North- 
ern, in connection with the Texas & Pacific and St. Louis, 
Iron Mountain & Southern, previous to the trouble in Mexico 
ran through trains via Laredo, Tex., to the City of Mexico 
in connection with the National Railways of Mexico. The 
war caused the suspension of this traffic. Recently arrange- 
ments have been made with the Constitutionalists for an 
interchange of traffic between the Gould lines and the Mexi- 
can railways at Laredo. All freight in both directions is 
transferred in the International & Great Northern yards at 
Laredo. No through rates are in effect and through bills 
of lading cannot be issued. 

Through train service over the railroad between Laredo 
and the City of Mexico was resumed on August 26, the track 
which was destroyed in connection with the operations of 
the war having been made passable. Numerous branch roads 
are being repaired rapidly. 





Controversy Over Western Passenger Traffic 


The Union Pacific has received many protests from con- 
necting lines on account of a notice issued by the traffic 
department on August 13, closing the Ogden gateway both 
eastbound and wesbound, to passengers desiring to travel on 
through tickets via the Denver & Rio Grande and connecting 
lines east of Colorado common points, the notice to be ef- 
fective on October 1. The notice says that on passenger 
traffic originating at Colorado common points, Denver, Colo- 
rado Springs, Pueblo and Trinidad, or points east, south or 
north thereof, destined to points on the Oregon Short Line, 
or from points on that line, interchange at Ogden or Salt 
Lake City will be discontinued and that such business must 
be routed via the Union Pacific between Denver, Colo., or 
authorized points of interchange east thereof on the one 
hand, and Granger, Wyo., or Ogden, Utah, on the other. 
Interchange on traffic to or from points beyond Huntington 
is to continue as at present, and interchange on traffic orig- 
inating on points west of, but not including Colorado common 
points, destined to points on the Oregon Short Line or the 
reverse, is to continue as at present. Connecting lines are 
requested to arrange to eliminate from tariffs all routing in 
conflict with this notice and for the withdrawal of tickets 
accordingly. 

The Denver & Rio Grande issued a notice to the public 
stating that should the Ogden gateway be closed the Burling- 
ton, the Rock Island, the Santa Fe, the Missouri Pacific, the 
Colorado & Southern and Colorado Midland and their con- 
nections would be unable to ticket passengers to Oregon 
Short Line points through Colorado and Utah, and the result 
would be to divert from Denver, Colorado Springs, Manitou, 
Pueblo, Canyon, Canyon City, Leadville, Glenwood Springs, 
Grand Junction, Green River, Price, Provo, Salt Lake City 
and Ogden, all travel originating in the east and the south 
destined to Oregon Short Line points; also the very large 
Yellowstone Park and other round trip tours in commercial 
travel that has been moving through Colorado and Utah. 
The notice says that the major portion of the diverted travel 
which has heretofore passed through Colorado and Utah 
would be ticketed through St. Paul, Billings and other north- 
western routes, to the disadvantage of Colorado and Utah 
cities and towns if the Ogden gateway were closed to the 
Denver & Rio Grande and its connections. 

On Tuesday of this week it was reported that the Union 
Pacific would defer action, because of the vigorous protests 
from interested lines. The object of closing the gateway 


was control of tourist business; but in recalling its notice 
the Union Pacific says that it will take measures to accom- 
plish its. purpose in another way. 
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INTERSTATE COMMERCE COMMISSION 


New England Lumber Rates 


Opinion by Commissioner Clements: 

The commission finds that the carriers have justified proposed 
increased rates on lumber and other forest products from points 
on the Maine Central to points on the Boston & Maine. In jus- 
tification of the proposed increases reference was made to the 
general financial condition of the two roads. It was stated that 
in order to maintain their present standard of service and to in- 
sure a reasonable return to investors it was necessary that means 
be taken to increase revenues. In this connection it was shown 
that, although the total revenue of the Maine Central for the 
eight months ended February 28, 1914, increased $192,554 over 
the total revenue for corresponding months in the previous year, 
operating expenses increased $436,944, and that there was a de- 
crease in net operating revenue of $227,018, with an increase in 
taxes of $38,703. It was further shown that the percentage of 
operating expenses to operating revenues during the eight- 
months period referred to increased from 70.43 to 74.16 per cent 
over the corresponding period in the previous year. It was also 
asserted that the proposed rates are lower than rates generally 
for equal distances in the same general territory and that they 
are lower than lumber rates applicable on connecting lines in 
Maine, such as the Bangor & Aroostook and the Canadian Pa- 
cific. (31 I. C. C., 553.) 


Fourth Section Violations in Rates on Sugar 


Opinion by the commission: 

The carriers have asked permission to continue rates on 
sugar lower than to intermediate points (a) via certain routes 
from San Francisco and from beet-sugar producing points in 
California, Utah and Arizona to destinations on and east of 
the Missouri river; (b) from Colorado beet-sugar producing 
points to El Paso, Tex.; (c) from New Orleans, La., and 
points taking the same rates to El Paso, Tex.; (d) from New 
Orleans to various points in Arkansas, Illinois, lowa, Kansas 
and cther states and (e) to establish a rate of 46 cents on 
sugar in carloads, minimum weight 60,000 Ib., from San Francisco 
and other sugar-producing points in California, Nevada, 
Arizona and Utah to Chicago and rates from the same points 
of origin to all points between the Missouri river and Chicago, 
23 cents higher than the present rates to the same points 
from New Orleans, while continuing higher rates to inter- 
mediate points. 

Rates from California points to Chicago: The traffic is carried 
via four routes and as a rule the rates increase to 55 and 60 
cents for carload minima of 60,000 and 36,000 Ib. re- 
spectively, to points in eastern Nevada, which rates are 
blanketed to points west of the Missouri, the rates to points 
between the Missouri and Chicago being 5 cents higher. The 
rates applying for the route over the Southern Pacific and 
Union Pacific through Ogden, Cheyenne and Omaha already 
accord with the fourth section. The commission does not 
find any necessity for violations of that rule in the rates via 
the route over the Western Pacific, Denver & Rio Grande 
and the Missouri Pacific or that afforded by the Santa Fe 
via Bakersfield, Cal., Albuquerque, N. Mex., and Trinidad, 
Cal. The route via the Southern Pacific to El Paso, the El 
Paso & Southwestern to Tucumari, N. Mex., and the Rock 
Island beyond is circuitous as compared with the other routes. 
It is held that the rates to the Missouri river should not be 
exceeded at intermediate points via this line west of and 
including Tucumari and that east of Tucumari they should 
not exceed the rates to the Missouri by more than 10 cents 
per 100 Ib. 

Rates to El Paso: No justification is found for the mainte- 
nance of lower rates via the direct lines from Colorado beet- 
sugar producing points or from New Orleans and points 
taking the same rates.to El Paso than to intermediate points. 
The line of the Santa Fe from New Orleans is 23 per cent 
longer than the short line, so that line will be allowed to 
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carry rates to stations west of Vaughan, N. Mex., not more 
than 10 cents higher than the rates to El Paso. 

Rates from New Orleans to points in Arkansas, Oklahoma, etc.: 
The commission finds no necessity for violations of the 
fourth section in the rates to these points via the direct lines. 
The rates from producing points on Morgan’s Louisiana 
Texas Railroad, the New Orleans, Texas & Mexico, the New 
Iberia & Northern and the Texas & Pacific intermediate to 
New Orleans on routes from New Orleans to stations west 
of the west bank of the Mississippi have or will have the 
same rates as from New Orleans. To St. Louis, Cairo, Chi- 
cago and certain points east of the Mississippi the rates are 
from 2 to 5 cents higher than from New Orleans. This 
violation of the fourth section will be allowed. The rate 
on sugar from New Orleans to Cairo is 17 cents, to St. Louis 
17 cents and to Chicago 23 cents and the short lines are east 
of the Mississippi river. The rates via these lines were con- 
sidered in 31 I. C. C. 495 and it was held that carriers east 
of the river could maintain lower rates to Cairo and St. Louis 
than to intermediate points. The rates to the Mississippi 
river crossings have been influenced by water competition. 
Rates grade westerly from the river towards the western 
boundary of these states and traffic moving in a northwesterly 
direction usually moves under rates conforming with the 
fourth section. The opposite holds true of traffic moving in 
a northeasterly direction. 

The commission grants relief from the fourth section in 
several cases. The Kansas City Southern is allowed to con- 
tinue a rate to Fort Smith, Ark., lower than to points north 
of Texarkana. Lower rates are also allowed to the Missi- 
sippi river points, Helena, Memphis, Cairo, St. Louis and 
points north thereof than to points in Louisiana, Arkansas, 
Missouri, Iowa and Minnesota. Lower rates are also per- 
mitted to Chicago, Milwaukee and other points in eastern 
Illinois and Wisconsin than to intermediate points. 

The commission does not allow lower rates to Oklahoma 
than to intermediate points in Texas on the direct lines. 

The rate to Omaha is 32 cents. The Rock Island is allowed 
to meet this rate and to continue higher rates to intermediate 
points provided the latter do not exceed 40 cents at the high- 
est rated points. The same carrier is also allowed relief as 
to the rates via Keokuk and Burlington to Davenport and Clinton. 

The Missouri Pacific may meet rates of 12 cents to Arkansas 
City, Helena, Memphis and 17 cents to Cairo and St. Louis, 
provided the rates to intermediate points south of Arkansas 
City do not exceed 22 cents, south of Memphis 24 cents and 
south of St. Louis 28 cents. No relief is granted with ref- 
erence to the rate of 28 cents to Fort Smith. 

The Santa Fe because of its circuitous route is allowed to 
continue lower rates to Kansas City, Mo., etc, and to 
Illinois than to intermediate points in Missouri, Kansas and 
Oklahoma. 

The Chicago Great Western may continue lower rates to 
the twin cities than to intermediate points and lower rates 
to Chicago and Illinois points than to intermediate Iowa 
and Missouri points. 

The rate of 46 cents from San Francisco to Chicago: A rate 

of 46 cents from San Francisco and beet-sugar producing 
points to Chicago will compare with a rate of 55 cents 
to the Missouri river and points west thereof. The commis- . 
sion finds that the carriers may establish rates from San 
Francisco to Chicago and points taking Chicago rates from 
New Orleans 25 cents higher than the rates to the correspond- 
ing points from New Orleans, and to other stations between 
Chicago rate territory and Missouri river points 23 cents 
higher than the rates to the same points from New Orleans, 
provided the rates to other intermediate points west of the 
Missouri river are corrected as outlined in the preceding 
portions of this report. 

It was shown in the record that the total consumption of 
sugar in the United States in 1913, including sugar for manu- 
facturing purposes, was 3,600,000 tons, an average per capita 
of 82 lb. During that year the seven western states, Cali- 
fornia, Nevada, Utah, Idaho Montana, Colorado’ and Arizona, 
produced 573,000 tons of beet-sugar and during the same 
year approximately 280,000 tons of cane sugar, mostly from 
the Hawaiian Islands, was brought to San Francisco, refin¢ d 
at and distributed from that point. This total of 853,000 tons 
is enough to supply a population of 20,000,000 people, while 
the total population in the 11 western states—including thc 
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above seven and Washington, Oregon, Wyoming and New 
Mexico—was but 6,825,821 persons, according to the census 
reports of 1910. It is obvious that a large part of the sugar 
produced or refined in these 11 states must find a market in 
the territory east thereof. 

The rates made to the Missouri have enabled the cane-sugar 
refiners at San Francisco and the beet-sugar producers in the 
western states to market some of this sugar in the territory 
bordering on the Missouri. It was represented, however, that 
the rate of 23 cents made to Chicago from New Orleans and 
by the lake-and-rail lines from the Atlantic seaboard was 
so low as practically to prohibit the movement of western 
sugar to Chicago on the rates now in effect. 

It was also shown that about 270,000 tons of sugar move 
from the Hawaiian Islands via the Isthmus of Tehuantepec 
to New York, where it is refined and then distributed. The 
refiners at San Francisco and the carriers serving that point 
desired to secure a larger proportion of this Hawaiian sugar 
than they are now doing and in order to do so had to have 
rates to consuming territory that would enable them to com- 
pete with the sugar refined at New York or New Orleans, 
or the Louisiana sugar, coming mainly from New Orleans. 
(7 t. & ©. me) 


STATE COMMISSIONS 


The Minnesota Railroad and Warehouse Commission has al- 
lowed an extension of time from August 10 to September 10 for 
putting into effect its recent order reducing freight rates in the 
State. 


The Illinois Public Utilities Commission on August 26, or- 
dered the suspension of freight tariffs by the Chicago & North 
Western canceling the absorption of tunnel and lighterage 
charges in Chicago. 


The Texas Railroad Commission has announced that a hear- 
ing will be held on September 8 to consider a proposition of 
canceling the special rates on all kinds of fruits, melons, vege- 
tables in carloads and less than carload lots. 


Indiana railroads have announced that they will file new freight 
tariffs of class rates with the Indiana Public Service Commission 
on September 12, embodying advances made on the same basis as 
that allowed by the Interstate Commerce Commission for inter- 
state traffic in the 5 per cent case. 


The Missouri Pacific has filed notice with the Nebraska Rail- 
road Commission that it intends to appeal from the commission’s 
order of August 5, making a reduction of about 19 per cent in 
the class freight rates in Nebraska. The appeal will be taken to 
the state supreme court. The rates will go into effect, however, 
pending the appeal. 


The Oklahoma Corporation Commission has announced that 
a hearing will be held on September 22, in connection with the 
application filed by the attorney-general ‘of the state for refunds 
amounting to approximately $6,000,000 on passenger fares 
collected by the railways of the state while the two-cent fare law 
was under injunction. Claims for refunds of approximately 
$700,000 in express charges are also involved. 


The Texas Railroad Commission has set November 23 as the 
date for the public hearing of the application of the Texas rail- 
roads for authority to increase freight rates throughout the state. 
The commission announces that the investigation will embrace 
the following questions: “First, do the present rates of trans- 
portation yield to common carriers by railroad operating in the 
state of Texas adequate revenue? Second, if not, what general 
course will be pursued to meet the situation?” 


The Iowa Railroad Commission will hold a hearing on Oc- 
tober 9, on a controversy between the Wabash and the Iowa 
State Board of Control regarding demurrage charges on coal 
shipped to the state school for the deaf at Council Bluffs. At 
that point the Wabash turns cars over to the Street Railway 
Company, which in turn places them on a side track at the 
State institution. Occasionally it takes three or four days to 
Switch the cars to the school. The state board claims that de- 
livery is not effected until the cars are received at its side 
track. The Wabash claims that the street railway is an agent 
for the school and that demurrage begins 48 hours after that 
road receives the cars. Both the board of control and the street 
railway have refused to pay the demurrage charges, which, since 
August, 1912, have aggregated nearly $1,000. 
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Railway Officers 





Executive, Financial, Legal and Accounting 


Hale Holden, vice-president of the Chicago, Burlington & 
Quincy, has been elected president, with headquarters at Chi- 
cago, to succeed Darius Miller, deceased. A portrait and sketch 
of Mr. Holden appear elsewhere in this issue. 


The office of car accountant of the Rock Island Lines, held 
by W. H. Wallace, has been placed under the jurisdiction of 
the accounting department. He will report to the controller 
instead of to the superintendent of car service as heretofore, 
and the headquarters will remain at Hamilton Park, Chicago. 


C. V. Lewis, freight claim agent of the Baltimore & Ohio, at 
Baltimore, Md., at his own request has been relieved of the 
duties of that position, and has been appointed special rep- 
resentative of the freight claim department. B. M. Waldron, 
freight claim agent of the Cincinnati, Hamilton & Dayton, at 
Cincinnati, Ohio, since February, 1909, succeeds Mr. Lewis. 


William J. Cunningham, assistant to the president of the New 
York, New Haven & Hartford, has been appointed president’s 
assistant of the Boston & Maine, with headquarters at Boston, 
Mass. Mr. Cunningham will continue as assistant professor of 
transportation in the Harvard School of Business Administra- 
tion. A photograph and sketch of Professor Cunningham were 
published in the Railway Age Gazette of October 17, 1913, page 
722. 


Operating 


Fred N. Beal, general freight and passenger agent of the 
Sandy River & Rangeley Lakes at Phillips, Me., has been ap- 
pointed general manager, with office at Phillips, and the offices 
of general freight and passenger agent, and superintendent, are 
abolished. 

Traffic 


R. W. Rigdon has resigned as commercial agent of the 
Kansas City, Mexico & Orient at Ft. Worth, Tex. 


P. J. Leimbach, local freight agent of the Missouri Pacific 
at Hutchinson, Kan., has been appointed commercial freight 
agent at that place. 


H. S. Baggs has been appointed: traveling passenger agent of 
the Atlanta, Birmingham & Atlantic, with office at Atlanta, Ga., 
succeeding R. E. Camp, resigned. 


J. R. Long has been appointed traveling freight and pas- 
senger agent of the Wabash, with headquarters at Philadel- 
phia, Pa., succeeding C. H. Latta, resigned. 


H. G. Locke, traveling passenger and freight agent of the 
Chicago Great Western at Boston, Mass., has been appointed 
district passenger agent with headquarters at Boston. 


E. K. Garrison, district freight and passenger agent of the 
Chicago, Milwaukee & St. Paul at Portland, Ore., has been 
appointed general agent of the freight department at Seattle, 
Wash., succeeding Robert M. Boyd, deceased. 


H. C. Davis has been appointed traveling passenger agent of 
the Nashville, Chattanooga & St. Louis, with office at Chat- 
tanooga, Tenn., succeeding J. H. Latimer, who was retired at 
his own request on September 1, after a service of 57 years with 
that road and its predecessors. 


J. H. Fitch, general agent of the-traffic department of the 
Louisville & Nashville at Detroit, Mich., has been appointed 
division freight agent of that road and the Lexington & 
Eastern, with headquarters at Lexington, Ky. L. G. Parsons, 
commercial agent of the Louisville & Nashville at Indian- 


apolis, Ind., succeeds Mr. Fitch and C. H. Ryan, Jr., traveling 
freight agent at Chicago, succeeds Mr. Parsons. W. C. Dil- 
lard, traveling freight agent at Houston, Tex., has been 


appointed division freight agent, with headquarters at Pensa- 
cola, Fla., succeeding J. W. Lurton, deceased. W. L. Dulaney, 
soliciting agent at New Orleans, La., succeeds Mr. Dillard 
and J. J. Coburn succeeds Mr. Dulaney. Fred Mulberry, 
soliciting agent at Cincinnati, Ohio, has been appointed travel- 
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ing freight agent at Chicago, succeeding Mr. Ryan, and W. D. 
Clary succeeds Mr. Mulberry. F. L. Salisbury, contracting 
agent at Knoxville, Tenn., has been appointed traveling 
freight agent of the Louisville & Nashville and the Lexing- 
ton & Eastern, with headquarters at Lexington, Ky. D. M. 
Goodwyn has been appointed general freight agent of the 
Lexington & Eastern and R. D. Pusey has been appointed 
general passenger agent of the Lexington & Eastern, both 
with headquarters at Louisville, succeeding C. Scott, deceased. 


Engineering and Rolling Stock 


C. M. Buck has been appointed division engineer of the Atchi- 
son, Topeka & Santa Fe, with office at Emporia, Kan., vice F. L. 
Guy, resigned. 


R. A. Billingham has been appointed master mechanic of the 
Tennessee Central, with office at Nashville, Tenn., succeeding J. 
J. Clark, resigned. 


E. E. Chrysler, master mechanic of the Chicago & Alton 
at Slater, Mo., has been appointed superintendent of shops of 
the Oregon Short Line, with headquarters at Pocatello, 
Idaho, succeeding D. J. Malone, deceased. 


W. J. Miller, master mechanic of the St. Louis Southwestern 
of Texas at Tyler, Texas, has been appointed superintendent of 
motive power of the St. Louis Southwestern, with office at Pine 
Bluff, Ark., vice T. E. Adams, deceased, and J. M. Kilfoyle suc- 
ceeds Mr. Miller. 


W. D. Warren, division engineer of the Midland division of 
the New York, New Haven & Hartford, at Hartford, Conn., 
has been appointed division engineer of the Providence division, 
with office at Providence, R. IL., succeeding W. T. Spencer, pro- 
moted, H. E. Astley, division engineer of the Central New Eng- 
land at Hartford, succeeds Mr. Warren, C. F. Yardley, track 
supervisor on the Providence division of the New York, New 
Haven & Hartford at Providence, R. I., succeeds Mr. Astley, and 
R. L. Pearson succeeds Mr. Yardley. 


Purchasing 


.C. B. Williams, whose appointment as purchasing agent of the 

Central of New Jersey, with headquarters at New York City, 
has been announced in these columns, was born on March 22, 
1873, at Beech Creek, 
Pa., and after leaving 
the common schools was 
a student at the Pennsyl- 
vania State College for a 
short time. In 1890, he 
was graduated from 
Eastman Business Col- 
lege and in July of the 
following year began 
railway work with the 
Beech Creek Railroad, 
now a part of the Penn- 
sylvania division of the 
New York Central & 
Hudson River. He en- 
tered the service of the 
Central of New Jersey 
on November 27, 1893, 
as stenographer and 
chief clerk to the general 
superintendent. From 
February, 1900, until 
September, 1908, he was 
chief clerk to the super- 
intendent of motive power and then was appointed unniel store- 
keeper, which position he held at the time of his recent appoint- 
ment as purchasing agent of the same road, as above noted. 


OBITUARY 


Francis B. Sears, formerly vice-president and director of the 
Chattahoochee Valley, died on August 26, at his summer home 
in Weston, Mass., at the age of 65. 


Daniel E. Sullivan, formerly master mechanic of the Union 
Pacific at Cheyenne, Wyo., died at Ogden, Utah, on August 20, 
aged 60 years. He was employed by the Union Pacific for 34 
years, retiring July 1 last on account of: illness. 


C. B. Williams 
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Equipment and Supplies 





LOCOMOTIVE BUILDING 


Tue Gerorcia Rairoap is in the market for 4 Mikado type 
locomotives. 


. THe Erte has ordered one Santa Fe type locomotive from the 
Baldwin Locomotive Works. 


THE SouTHERN Raitway has ordered one ten-wheel type loco- 
motive from the Baldwin Locomotive Works. 


THe CHARLESTON & WESTERN CAROLINA has ordered one six- 
wheel switching locomotive from the Baldwin Locomotive 
Works. 


Tue NorTHWESTERN Paciric has ordered four ten-wheel pas- 
senger locomotives, two ten-wheel freight locomotives and three 
six-wheel switching locomotives from the American Locomotive 
Company. The four ten-wheel passenger locomotives will have 
20 by 28 in. cylinders, 63 in. driving wheels, and a total weight 
in working order of 180,000 lb. The two ten-wheel freight loco- 
motives will have 21 by 28 in. cylinders, 57 in. driving wheels, 
and a total weight in working order of 198,000 Ib. The three six- 
wheel switching locomotives will have 19 by 24 in. cylinders, 50 
in. driving wheels, and a total weight in working order of 
124,000 Ib. 


CAR BUILDING 


THE RuTLANpD is in the market for 75 50-ton steel hopper cars. 


THe CINncINNATI, Hamitton & Dayton has ordered 1,000 box 
cars from the Standard Steel Car Company and 1,000 gondola 
cars from the Cambria Steel Company. 


IRON. AND STEEL 


Tue INTERNATIONAL & GREAT NorTHERN has ordered 116 tons 
of material for a Strauss bascule bridge across Buffalo Bayou, 
Houston, Tex., from the Wisconsin Bridge & Iron Company, 
Chicago. 


SIGNALING 


The Nashville, Chattanooga & St. Louis on September 8 
will change the colors of its signal lights on the Paducah & 
Memphis Division, adopting green for the proceed indica- 
tion and yellow for caution. At the same time long-time 
burners will be put into the lamps. Hand signals used to 
indicate caution will be made yellow—lanterns, flags and fusees. 


The Stentor Electric Manufacturing Company, New York, has 
recently completed an installation of “Stentor” loud speaking 
telephone despatching apparatus on the Dillsburg division of the 
Cumberland Valley, extending from Harrisburg, Pa., to Dills- 
burg, 16 miles. Loud speaking receivers have been installed in 
all operating stations, thus making the use of selectors unneces- 
sary. The Stentor loud speaking telephone was described in the 
Railway Age Gazette of July 31. 


CuHILEAN Raitway Contract.—It is reported that probably one 
of the largest contracts ever secured by Chilean manufacturers 
was recorded on July 6, when the government placed a home 
order for railway equipment to the value of- $8,240,000. 


RaiLway Construction 1n Inp1A.—At the present time there 
are in India 2,331 miles of railway in course of construction oF 
planned for construction during the year 1914-15. Of this tota! 
1,575 miles are already under way and 856 miles are merely prv- 
posed. Of the former 220 miles are being constructed by a 
state and 1,355 miles by private companies. Of the latter, 175 
miles will be constructed by the state and 583 miles by priva': 
companies. The total cost of the 2,331 miles of line is estimated 


at $80,000,000. 
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Charles B. Yardley, Jr., formerly of Jenkins Bros., has been 
appointed manager of the railway department of the United 


States Metal Products Company, New York, effective Septem-, 


ber 1. 


Henry D. Shute, whose election to the position of treasurer 
of the Westinghouse Electric & Manufacturing Company, has 
been announced in these columns, was born at Somerville, Mass., 
and attended high school 
in Boston. He gradu- 
ated from the Massa- 
chusetts Institute of 
Technology in 1892, and 
following his graduation 
spent a year in Germany 
at the School of Mines, 
Clausthal, and in Dres- 
den. In 1893 he entered 
the works of the West- 
inghouse Electric Com- 
pany at Pittsburgh as an 
apprentice, and spent his 
first two years in the 
testing department, fol- 
lowing which he was en- 
gaged for a considerable 
time in erection and 
laboratory work, part of 
the time as _ assistant 
foreman. In 1897 he en- 
tered the engineering de- 
partment. One year 
later he was transferred 
to the commercial department, and in 1901 was appointed head 
of the latter’s alternating current division. Two years later he 
was made assistant to vice-president L. A. Osborne, and in that 
position was particularly active in the development of heavy 
electric traction and single-phase railway work. In 1910 Mr. 
Shute succeeded Walter McFarland as acting vice-president, 
which position he held until his election as treasurer. Mr. 
Shute is a member of the American Institute of Electrical En- 
gineers, the National Electric Light Association, and the Engi- 
neers’ Club of New York. He is also a director of the Pittsburgh 
Chamber of Commerce, and is closely identified with a number 
of other technical and social organizations. 





H. D. Shute 


The C & C Electric & Manufacturing Company, Garwood, 
N. J., has removed its Detroit office in charge of R. K. Slay- 
maker, from 144 Seyburn avenue to 1111 Chamber of Commerce 
building. + 


W. J. McKone, sales manager of the Edgar Steel Seal & Man- 
ufacturing Company, Chicago, has resigned to engage in other 
business, and Graham Dodge, assistant general manager, has ar- 
ranged to perform his duties temporarily. 


A. T. Gardiner, for many years connected with the Landis 
Tool Company, Waynesboro, Pa., has accepted a position with 
the Modern Tool Company, Erie, Pa. He will cover the same 
territory as when with the Landis Tool Company. 


James H. Van Dorn, president of the Van Dorn Iron 
Works Company, Cleveland, Ohio, and the Van Dorn & Dut- 
ton Company, died at his home in Cleveland on Saturday, 
August 29, 1914. Funeral services were held at the family 
residence on Tuesday, September 1. Mr. Van Dorn was 73 
years old. 


W. J. Johnson, formerly of the Western Electric Company, 
has recently been appointed a member of the engineering depart- 
ment of the Stentor Electric Manufacturing Company, Inc., New 
York. Mr. Johnson, who has had an extended experience with 
he Bell Telephone Company of Pennsylvania, and the Ches- 
peake & Potomac Telephone Company of Baltimore will look 
after the installation work which the company has on hand at 
the present time. 
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The Ogle Construction Company, Chicago, Ill, has been 
awarded contracts for the erection of a 150-ton balanced bucket 
type coaling station for the Chicago & Alton at Venice, IIl., 
and a 200-ton station of the same type for the Chicago, Indian- 
apolis & Louisville at New Albany, Ind. This company has also 
received orders from the Louisville & Nashville for machinery 
and equipment for a large concrete station at Paris, Ky., and 
for one at Lebanon Junction, Ky. 


H. O. Fettinger has been appointed eastern railroad rep- 
resentative of the Ashton Valve Company, Boston, Mass., with 
headquarters at 128 Liberty street, New York, to succeed W. H. 
Foster, resigned to become associated with another company. 
Mr. Fettinger formerly served for a number of years in the 
motive power department of the Pennsylvania Railroad, and 
resigned from the position of chief air brake and steam heat 
inspector to engage in the supply business. 


Fred. B. Corey, for eleven years in the engineering department 
of the General Electric Company, and for the past three years 
engineer of inspection and tests of the Union Switch & Signal 
Company, reporting to the general manager, has resigned that 
position and opened an office at 404 Arrott Building, Pittsburgh, 
Pa. He will conduct a consulting engineering business, making 
a specialty of inspection methods and organizations for manu- 
facturing companies. He will also give attention to electric rail- 
way signaling and allied subjects. 


William M. Kinch, of the Gordon Primary Battery Company, 
New York, died at his home in that city on August 29, and was 
buried at Altoona, Pa., on Monday, August 30. Mr. Kinch had 
been connected with the Gordon Primary Battery interests for 
over 12 years, and prior thereto was signal engineer of the New 
York Central & Hudson River, and before that was in the sig- 
nal department of the Pennsylvania Railroad. He was one of 
the early members of the Railway Signal Association, and was a 
familiar figure at all the conventions and meetings. 


T. P. Gaylord, who has recently been elected acting vice- 
president of the Westinghouse Electric & Manufacturing Com- 
pany, succeeding Mr. Shute, as announced in the Railway Age 
Gazette of last week, 
was born at Shelby, 
Mich., and attended 
preparatory school at 
Allen Academy, Chi- 
cago. He subsequently 
attended the University 
of Michigan, and in 
1895 received the degree 
of electrical engineer 
from the Armour Insti- 
tute of Technology. Mr. 
Gaylord was engineer of 
underground construc- 
tion during the World’s 
Fair at Chicago, 1892-3. 
At the close of the fair 
he became assistant pro- 
fessor of electrical en- 
gineering in the Armour 
Institute, and retained 
that position until 1898, 
when he became associ- 
ated with the Common- 
wealth Edison Company 
of Chicago as electrical engineer. In July, 1899, he entered the 
employ of the Westinghouse Electric & Manufacturing Com- 
pany as a salesman, and followed this line of work until 1903, 
when he was appointed district manager at Chicago, which po- 
sition he has held up to the present. Mr. Gaylord is a member 
of the American Institute of Electrical Engineers, the National 
Electric Light Association, and is closely identified with a num- 
ber of other engineering societies. 





T. P. Gaylord 


In New York on August 26 C. Philip Coleman and Grayson 
M. P. Murphy were appointed receivers of the International 
Steam Pump Company, New York, in an equity suit brought by 
bond and stockholders and a creditor, the corporation itself 
joining in the application. The receivers have been authorized 
to continue the business. It is stated that the receivership was 
necessary because, although the cqmpany has been doing a fairly 
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prosperous business, and has been earning considerably more 
than its interest charges, it will not be able to make the interest 
payment of about $235,000 and the sinking fund payment of 
$250,000 due September 1 on its first lien twenty-year 5 per cent 
bonds. It also lacks adequate working capital. The receivership 
is not expected to involve the associated companies, among which 
are the Henry R. Worthington Company, the Blake & Knowles 
Steam Pump Works and the Power & Mining Machinery Com- 
pany. 


George A. Blackmore, whose election as vice-president and 
a director of the Bryant Zinc Company, New York, has been an- 
nounced in these columns, was born at Wilkinsburg, a suburb of 
Pittsburgh, Pa., on Janu- 
ary 7, 1884. When he 
was but 12 years old he 
entered the service of 
the Union Switch & Sig- 
nal Company as an office 
boy, later becoming a 
clerk and stenographer in 
the office of the general 
manager. In 1901 he was 
appointed chief clerk in 
the engineering and esti- 
mating departments at 
Swissvale. In July, 1904, 
however, he was trans- 
ferred to New York and 
was associated with Sid- 
ney Johnson in the work 
on the Interborough sub- 
way and other signaling 
construction work in the 
east. In March, 1909, he 
was appointed assistant 
eastern manager of the 
company, with office at 
New York, and in April, 1911, was promoted to the position of 
eastern manager in direct charge of the company’s New York, 
Montreal and Atlanta offices and of sales and construction. Mr. 
Blackmore at the time he resigned to enter the service of the 
Bryant Zinc Company had completed 18 continuous years of 
service with the Union Switch & Signal Company. 


E. S. Jackman & Co., agents of the Firth-Sterling Steel 
Company, of McKeesport, Pa., have issued a circular calling 
attention to the fact that the European war may seriously 
interrupt the foreign supply of those American buyers who 
have been satisfactorily served by the tool steel makefs of 
other countries, and announcing that “if, during this *petiod 
when business connections of long standing have been forced 
apart, we can help such shops to continue their work -and 
usefulness, we shall be glad to respond with our best efforts 
and in the true American spirit that the misfortunes of others 
will be of short duration.” 


G. A. Blackmore 


TRADE PUBLICATIONS 


SPRAYERS AND WHITEWASHERS.—The Dayton Manufacturing 
Company, Dayton, Ohio, has recently issued hand implement 
catalogue No. 176, descriptive of Dayton sprayers and white- 
washers. 


Conpuit Boxes AND Fittincs.—The Sprague Electric Works 
of the General Electric Company, New York, has recently issued 
pamphlet No. 442 descriptive of the company’s line of conduit 
boxes and fittings. 


Roorinc MatTertaL.—The Barrett Manufacturing Company, 
New York, has recently issued a folder showing “Another Mile 
of Barrett Specification Roofs” on the buildings of the Standard 
Steel Car Company at Butler, Pa. 


Vatves.—The National Tube Company has recently issued 
bulletin No. 7D describing in detail the advantages of N. T..C. 
regrinding valves. Three illustrations in the bulletin show a 
valve which was opened and closed 327,094 times when the pho- 
tographs were taken, and which after being reground several 
times has since been opened and closed over 3,046,280 times, 
and is still in use. 
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"CANADIAN NorTHERN.—A new branch called the Brazeau sub- 
division has been opened for business on the Western division 
from Warden, Alta., west to Nordegg 174 miles. 


CANADIAN Paciric.—The new Alberta Central subdivision has 
been opened for business from Forth, Alta, west to Rocky 
Mountain House 63.2 miles. 

The new Gleichen subdivision has been opened for business 
from Gleichen, Alta., west to Shepard 41 miles. 

The Esquimalt & Nanaimo has been extended from Parksville 
Junction, B. C., formerly McBride Junction, north to Courteney 
44.5 miles. (December 19, p. 1207.) 


CaROLINA, CLINCHFIELD & Ou10.—Announcement is made that 
the first train was run over the extension from Dante, Va.,. 
north to Elkhorn City, Ky., 35 miles, on September 1. 


CrncinnaTI, InpIANA & LoursviLLE—According to press re- 
ports surveys are now being made for this line from Cochrane, 
which is a suburb of Aurora, Ind., via French, Rising Sun, 
North, Patriot, Florence, Markland and Vevay to Lamb, in 
Switzerland county. The company was organized recently in 
Indiana to build from Madison, Ind., east, then north via 
Aurora to Lawrenceburg, and eventually east to Cincinnati, 
Ohio. L. S. Cook, president, Cincinnati. (April 10, p. 855.) 


Detroit, Bay City & WeEstTeRN.—This road has been extended 
from Snover, Mich., to Sandusky eight miles. (November 20, 


p. 1004.) 
EsQuiMALtT & Nanaimo.—See Canadian Pacific. 


Itt1no1s Roaps (Electric).—Financial arrangements have been 
made and the right of way has been secured, it is said, for an 
interurban line to be built from Mattoon, IIl., southwest to St. 
Louis, Mo. H. R. Budd, Bunker Hill, Ill, may be addressed. 


InpIANA Roaps (Electric)—Residents of Liberty, Ind., are 
back of a project to build an electric line from Hamilton, Ohio, 
northwest via Liberty, Ind., to Richmond, about 40 miles. The 
plans also include a 10-mile branch from Liberty west to a con- 
nection with the Indianapolis & Cincinnati Traction Company’s 
line at Connersville. The Liberty Commercial Club may be ad- 
dressed. 


Kansas Roaps (Electric).—According to press reports R. A. 
Long of Kansas City, Mo., and associates have under consid- 
eration the question of building an interurban line from Kansas 
City southeast via Lees Summit to Pleasant Hill, thence south- 
west to Harrisonville, about 45 miles. 


LouistaNA Rattway, Licht & Power Company.—Financial 
arrangements are being made, it is said, to build an electric 
railway from Lockport, La., northwest via Thibédaux, to Don- 
aldsonville, about 55 miles. W. Ohlmeyer, Plattenville; L. P. 
Caillouet, A. Picot and H. S. Smith, Thibodaux, are said to 
be interested. 


Mascot & WEsTERN.—An officer writes that contracts are to be 
let at once to build a railway from the Mascot Copper Companies’ 
mines near Dos Cabezos, Ariz., west to Wilcox 17 miles. The 
grading work will call for handling an average of 15,000 cu. yd. 
to the mile. About 25 per cent of the work will be rock work. 
The maximum grades will be 3.5 per cent, and the maximum 
curvature 10 deg. The line is to be built to carry copper ore. 
J. N. McCauley, president. C. R. Weston, general manager and 
engineer. 


Orecon SHort Line—The Oregon Eastern’ branch of the 
Idaho division has been extended from Juntura, Ore., to River- 
side 19 miles. 


SouTHERN Minnesota Traction.—Incorporated in Minnesota 
with $250,000 capital to buy and operate steam and electric rail- 
ways. The incorporators include W.'D. Mitchell, W. Rumble 
and G. Hoke, St. Paul, Minn. 


Texas Roaps.—A line will probably be built from Glen Rose, 
Tex., south to Walnut Springs, about 14 miles. S. Lewis, Waco; 
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J. H. Farr, Walnut Springs, and J. P. Lightfoot, Austin, are 
said to be back of the project. 

Surveys are being made, and construction work is to be started 
soon, it is said, on a line from Luling, Tex., northwest to San 
Marcos, about 20 miles. The proposed route is through San 
Marcos river valley via Prairie Lee, Fentress and Martindale. 
A syndicate of eastern capitalists are back of the project. 





RAILWAY STRUCTURES 


Hartrorp, Conn.—An officer of the New York, New Haven & 
Hartford writes that a contract has been given to the P. J. 
Carlin Contracting Company, New York, at about $220,000 for 
rebuilding the station at Hartford. (August 14, p. 311.) 


Matewan, W. Va—An officer of the Norfolk & Western 
writes that a contract has been given to the Virginia Bridge & 
Iron Company, Roanoke, Va., for the steel work of a bridge 
over Tug river. W. W. Boxley & Co., Roanoke, has the contract 
for the masonry work. 


Mosite, Ata.—An officer of the Southern Railway writes that 
a contract has been given to Hancock, Harbin & Hancock, 
Mobile, to build a new freight house and office building at Mobile. 
(June 26, p. 1607.) 


New York.—Plans have been filed by the New York Central & 
Hudson River for the erection of a four-story office building as 
an addition to the New York terminal. The building is to be 
built on the block bounded by Forty-fifth and Forty-sixth streets 
and fronting on Lexington avenue. The new building is to be 
used by the express companies and for railway mail service, and 
in the upper stories will have offices. 


PittspuRGH, Pa.—We are told that a contract has been given 
to the Raymond Concrete Pile Company, New York, for con- 
crete piles and concrete foundations for steel towers on the Ohio 
Connecting Railway bridge, Brunots Island, Pittsburgh. The 
Seaboard Construction Company, Philadelphia, Pa., has the gen- 
eral contract. 


SAVANNAH, Ga.—A contract has been given to the Phoenix 
Construction Company, New York, for driving about 8,500 tim- 
ber piles and building the reinforced concrete substructure for 
the Ocean Steamship Company’s terminal improvements at 
Savannah. 

Wooptawn, N. Y.—The bridge of the New York, New Haven 
& Hartford, at Woodlawn, is to be replaced by two arches with 
steel girders covered with concrete. 





Freight Rate INCREASE DENIED IN IRELAND.—On July 24 the 
British Railway and Canal Commission rejected the applica- 
tion of the Great Southern & Western for a general 4 per cent 
increase in merchandise and package rates. This decision affects 
directly one-third of the railway mileage of Ireland and may 
also affect most of the remainder. In the spring of 1913 the 
Irish railways simultaneously announced a 4 per cent increase 
in rates. Under the traffic act of 1894 the roads were subject 
to be called upon to justify the increase if challenged by the 
trading public, but as it happened no protest was forthcoming. 
The Great Southern & Western, which, with controlled lines, 
operates 1,122 miles of line, or more than any other two rail- 
ways in Ireland, was in an exceptional position, however, owing 
to provisions of an act of 1900 whereby it had been permitted 
to absorb certain rival lines. By this act the burden of proof 
for justifying proposed increases was cast upon the company. 
As the railway has now failed to justify the increases it seems 
probable that the other railways which have been enforcing the 
4 per cent increase will promptly be challenged on behalf of the 
commercial public. The decision was based largely upon, a 
study of the facts as to both costs and efficiency of operation. 
The commissioners found that the system had been so wisely 
conducted that the rising expenses in connection with labor 
and upkeep have been neutralized. ‘Notwithstanding that wages 
have undoubtedly increased and hours have been reduced and 
local government rates (of taxation) have grown larger, this 
company has been so prudently and skillfully managed by its 
beard of officers by the introduction of improved methods of 
working and by effecting the economies which the amalgamation 
was designed to effect, that the extra outlay has been recouped 
and the net result has been advantageous to the company.” 





RAILWAY AGE GAZETTE as 453 












Mee reean en eevee vanetcen nN 


Railway Financial News 











Cuicaco, Rock Istanp & Paciric.—The suit by preferred stock- 
holders of the Keokuk & Des Moines against the Chicago, 
Rock Island & Pacific has been transferred from the Iowa 
supreme court to the United States district court. 


New EncLAnp INVESTMENT A SeEcurITY CoMPANY.—This com- 
pany is understood to own the street railways of Worcester 
and Springfield and its preferred stock is guaranteed 4 per 
cent dividends by the New York, New Haven & Hartford. 
A protective committee, consisting of Henry B. Cabot, Moses 
Williams, Jr., and E. V. R. Thayer, has been formed to buy 
in the interests of the preferred stockholders the common 
stock. The committee has sent out a circular which says in 
part: 

The organization of this company is peculiar. The owners 
of 1,000 common shares select four of its seven trustees, and 
the owners of the 40,000 preferred shares select only three. 
For several years all these properties, operating about 420 
miles of street railway, have been controlled, now by one set 
of owners of common stock and now by another set—the whole 
common stock representing a par value of only $100,000. The 
preferred stock, largely held by investors in Springfield, 
Worcester and Boston and of a par value of $4,000,000, has 
been legally in the position of a minority. 

The preferred stockholders, nearly all of whom reside in 
Massachusetts, have become uneasy and restless at this 
anomalous situation. The frequent criticisms in the press and 
by public officials, voicing the dissatisfaction of the patrons 
of the street railways over such an unusual method of control 
and complaining of unsatisfactory service and difficulty of ob- 
taining relief, have now led: influential preferred shareholders 
to form a protective committee. The committee announces, 
as igs purpose, the purchase of all the common stock in the 
permanent interest of such preferred shareholders as wish to 
co-operate. If the plan is successful it will result in vesting 
the control of the important Worcester and Springfield street 
railways in the preferred shareholders, who have a substantial 
financial interest in seeing that those properties are maintained 
and operated in such a way as to give a service satisfactory 
to the public and under a management easily accessible and 
responsive to that public. 


PENNSYLVANIA RaiLroaAp.—The Wall Street Journal has been 
making an investigation of the extent to which stock of the 
various American railroad companies is held in Europe. In 
regard to the Pennsylvania The Wall Street Journal finds 
that of a total of 90,114 stockholders registered on books of 
the Pennsylvania Railroad as of June 30, 1914, 11,822 were 
European, holdings amounting to $74,490,442 (par value) of 
a total outstanding stock of $499,265,700. On June 30, 1913, 
there were 84,244 stockholders, of which 11,215 were European, 
holdings totaling $73,003,614 par value. The number of women 
stockholders on June 30, 1914, was 43,454 as compared with 
40,325 on June 30, 1913. The total number of stockholders in 
1906 was 40,153, and in 1901, 27,540. 


St. Lourts, Iron Mountain & SouTHERN.—This company has 
asked the Missouri Public Service Commission for permission 
to issue $893,000 5 per cent equipment trust bonds. 





ExporTATION OF MANCHURIAN LuMBER.—At the present time, 
one of the most important factors in the business of exporting 
lumber from Manchuria is the possibility of changing the place 
of shipment from Vladivostok to Nikolaiefsk. If such a change 
is made it will be because of the heavy charges on the Chinese 
Eastern whereby the cost of transporting the timber to Vladivo- 
stok is 7.7 cents, whereas the cost of river transportation to 
Nikolaiefsk is only 4.6 cents. A Russian concessionaire owning 
1,318 square miles,of timber land and three sawmills locate | 
near the Sungari river has planned to build his own narrow gaze 
railway to the river and then to ship via his own line and the 
latter to Nikolaiefsk, at which port the timber will be shipped to 
the southern ports of China and to Europe. 








[ ADVERTISEMENT. ] 








ANNUAL..REPORT 


TWENTY-NINTH ANNUAL REPORT OF THE 
BUFFALO, ROCHESTER & PITTSBURGH RAILWAY COMPANY, 
FOR YEAR ENDING, JUNE 30th, 1914. 


REPORT. 
The Directors of the Buffalo, Rochester and Pittsburgh Railway Com- 
— submit to the Stockholders the following report for the year ending 
une 30, 1914: 
ROAD OPERATED. 








1914. 1913. INCREASE. 

MILEs. MILEs. MILEs. 
LE’ cc SEKeRESSE Sea SS SSR Ce ROR ERE ES 367.06 360.30 6.76 
LM: chestésuy acess sSkeebescechierns 89.90 87.29 2.61 
ey ee ee ee 129.52 128.87 -65 
Total length of road operated......... 586.48 576.46 10.02 
iE CE: success sphesn bans se bauenes 207.32 194.89 12.43 
DE. CebebGnssrss cbechaneae ses eosurear 360.48 333.59 26.89 
Total miles of all tracks, all steel rail....... 1,154.28 1,104.94 49.34 





The increase of road operated is due to the construction of 6.76 miles 
of mine lines, 2.61 miles of additional line leased from the Allegheny & 
Western Railway Company, and an adjustment of .65 mile in trackage 
rights, from remeasurement. 

The second track was increased by the construction of 12.09 miles be- 
tween Rochester, N. Y., and Scottsville, N. Y., .09 mile at Riverside, N. Y., 
and an adjustment of .25 mile of trackage rights, from remeasurement. 

Sidings were increased 26.89 miles. 

















INCOME, 

Rait OPERATIONS: 1914. 1913. INCREASE. DECREASE. 
Operating revenues. .$10,709,534.81 $10,947,246.06 $237,711.25 
Operating expenses.. 7,938,062.89  7,665,891.28 $272,171.61 

Net operating rev- 
MP. subsp eunn $2,771,471.92 $3,281,354.78 $509,882.86 

OvtTsiIDE OPERATIONS: 

PED. vseanbesee $25,213.99 $25,581.60 $367.61 
ee ee 28,111.02 32,946.34 4,835.32 
I 6s x5 eonanes $2,897.03 $7,364.74 $4,467.71 
$3,273,990.04 $505,415.15 


Total net revenue. $2,768,574.89 
2 

















Taxes ACCRUED ....... 34,000.00 216,000.00 $18,000.00 ® 
Operating Income... $2,534,574.89 $3,057,990.04 $523,415.15 
OTHER INCOME ....... 821,223.05 1,018,717.73 197,494.68 
Gross corporaté  in- e 
GORE sicasnesssess $3,355,797.94 $4,076,707.77 $720,909.83 
DEDUCTIONS FOR INTER- : 
EST AND RENTALS ... 2,001,013.78 1,949,713.70 $51,300.08 
Net corporate in- 
ee er $1,354,784.16 $2,126,994.07 $772,209.91 
APPROPRIATIONS: 
Pension and Fire In- 
surance Funds $16,432.49 $1,497.51 $14,934.98 
Equipment Agreement 
Sinking Funds 348,351.67 448,795.68 $100,444.01 
ToraL APPROPRIATIONS. $364,784.16 $450,293.19 $85,509.03 
Surplus available for 
Se eee $990,000.00 $1,676,700.88 $686,700.88 





Taxes amounted to $234,000, an increase of 8.33%, due to additional 
property purchased, higher assessments on Capiial Stock, and the new 
Federal Income Tax Law. i 

A special appropriation of $348,351.67 was made from the Net Corporate 
Income. Of this amount $125,000 was paid into the Sinking Funds under 
Equipment Agreements Series A, B and C, out of which $2,000 Series B 
and $50,000 Series C bonds were retired, leaving $73,000 to be se Be to 
the purchase of new rolling stock; $207,000 represents one-hal of the 
principal of Equipment bonds Series D, E and F paid off during the year, 
the other half being refunded by 4%4% Consolidated Mortgage bonds held 
in the Treasury of the Company; the remainder, $16,351.67 is a part of 
the appropriation to the Sinking Fund under Equipment Series G, together 
with the interest accrued on the various Sinking Fund balances in the 
ands of the Trustee. 

“oe and Loss Account was charged with $138,433.05, the balance 
required for the Sinking Fund under Equipment Agreement Series 


DIVIDENDS. 





Dividends in cash were paid on: 1914. 1913. 
Preferred stock .......... $6,000,000 6% $360,000 6% $360,000 
Cente GREEN <6 kxsaisdaxd= 10,500,000 6% 630,000 6% 630,000 

EMEA” pcaeachspeoseece $16,500,000 $990,000 $990,000 








Since the close of the fiscal year, your Board of Directors has declared 
semi-annual dividends of three per cent. on the preferred stock and two 
per cent. on the common stock, payable August 15, 1914. 


CAPITAL STOCK. 


There has been no change during the year in this account. The total 
outstanding Capital Stock of the Company amonnts to $16,500,000, and 
consists of $6,000,000 preferred stock and of $10,500,000 common stock. 


FUNDED DEBT. 


In accordance with the provisions of the Consolidated Mortgage of 1907, 
$1,051,000 41%2% bonds were issued and sold, and the proceeds applied to 
payment of Additions and Betterments. The Trustee also delivered to the 
Company $206,000 Consolidated Mortgage 414% bonds, representing 50% 
of Equipment Bonds Series D, and F retired during the year. These 
bonds, added to those in the Treasury of the Company, made a total of 
$1,524,000, of which $349,000 were sold during the year for corporate pur- 
poses, leaving a balance of $1,175,0G0 held in reserve. 

Under the terms of the Sinking Fund for the redemption of Equipment 
Bonds, $619,000 bonds were retired, as follows: $2,000 Series B; $50,000 
Series C; $117,000 Series D; $117,000 Series E; $179,000 Series F; and 
$154,000 Series G. The balance of Equipment Bonds Series G authorized 
in 1910, was issued to the amount of $887,000. 

To provide tor additional rolling stock, an issue of $2,000,000 five. per 


‘ cent. Gold Bonds was authorized, to be secured by new equipment costing 


$2,200,000. These bonds were issued under an Agreement, known as 
“Equipment Agreement, Series H” dated July 1, 1913, and were all sold 
during the year. The agreement provided that both principal and interest 
are payable without deduction for any tax. The bonds mature in annual 
nee of $125,000, commencing January 1, 1915, and ending Janu- 
ary l, 

The net result is aa increase of $3,668,000 in the bonded debt of the 
Company, outstanding on June 30, 1914. 


CONSTRUCTION, 


Capital account has been charged during the year with $1,892,696.28 
for additions and betterments, as follows: 


IE skckbceencaich Sue bianee bo 0d OCs Sues eee kS Kase swash as se 51,323. 
NEW MUNIN, SORCKAWARMA, Ts Wiss 0665's 169/046-6060 se eeSeneewees . 5'307:53 
RENE CRUE Tac lnihie sia Sis hb SH KOSS Sa Sass ss sewn aus 12,357.47 
ASEREGOE SUCK SERIOUS | 5 5 os: s'n: 0 w:so obs a 010.94 \6'o-9 010 456 0 050-0% 16,438.74 
Second track, Rochester, N. Y., to Scottsville, N. Y........... 190,393.37 
- mavorgide Junction, IN. YW ois o 66560 esses cs cvws 5,127.01 
Amproving bridges and Culperts. . oo: o6cs6s0c0csccseeceesseece 173,440.63 
Increased weight of rail, frogs and fastenings...............0. 54,927.22 
nC MMM ec ee a ink ihe ese cu ike es Kl N aw de Sie ww kB wieloiw ose 29,371.16 
SEMA PRED NNER PELNNS Soin Sw nk aaa eis O45 aN 45a s wie kw sdsee 351,785.90 
SEE ETRE Gatos ks kaSies snS ake SNS EW ASS ow ORK sawed wce 43,898.12 
SARI SURI SRE OREPIENOIIR oh. 60 6.55'5 5 S650 04.04% 85 ok aod 138,494.65 
Interlocking apparatus, C. & M. Junction, Pa................0. 11,589.29 
PAD IK NEB 5 Lica alp S644 b's eo eee eenindsedee cuca ens 150,973.78 
Delephone train despatching Lines. 0.6.0.6. s0c0cescceccscecs 16,528.95 
RY ROEM Oe eat Gals Cow bs as ba N Si ews SS cue eae 4,849.53 
Paneer Se RON EEO PB ns Ok cis ides Gis cea es OOwS Weiss bouts 139,180.67 
PRINS AT) OE, APN BOE. TD 6 6's Sis 6 69:6 ewe 5463'S vas Sewn’ 84,769.79 
ee SOMEONE eae us k's oS us wand dS eae SN Geese oN eee Osea 53,451.79 
Ry ROT GRIN) TNO RTOs 65 54k sc oaha das oe ood Sak osK0 eens se 8,829.53 
storage warehouse, Rochester, N, VY... osccsccvccscncsoesecs 46,638.30 
RUST MRTUTIIRT, GC RINOONTD MRTEK, 904 W 6 'o.9:< 3s 5:0 sins oa Sowwees<oune 256,937.64 
WAY, TemmeOn cee. GROEN OW oss sidwiic cans 606 sio%00% 15,789.02 
PEPE See Ce enL Conan waniea ss eh e Swaine ok Kaeo eee See 29,792.71 
EMM Cla tnwaGunweWasnn cebu eekeeeeeeeo eae ese shaek ere $1,892,696.28 


The following work, referred to in last year’s report, is completed: 


Telephone train despatching line between East Salamanca, N. Y., and 
Punxsutawney, Pa., a distance of 119 miles. 
Automatic block signals for 76 miles, from Gainesville, N. Y., to 
East Salamanca, N. Y., and Falls Creek, Pa., to Punxsutawney, Pa. 
Second track, Rochester, N. Y., to Scottsville, N. Y., a distance of 
toa miles, turned over to the Operating Department on December 31, 
913. 
The Tearing Run and Guthrie mine lines. 
New yard near Rochester, N. Y. 
Pg 8 roundhouse and extension of boiler and tank shops at Du 
ois, Pa. 
A new station was constructed at Lackawanna, N. Y. 
Among the important work now in progress, may be mentioned: 
Storage warehouse at Rochester, N. Y. 
Subway, Saxton St., Rochester, N 
Extension of power house, etc., at Du Bois, Pa. 
Automatic block signals for 45 miles, from Buffalo Creek, N. Y., to 
Ashford, N. Y. 
‘ Replacing various timber bridges, trestles and culverts in permanent 
orm. 
In keeping with the policy of your Company to promote efficiency and 
economy in operation, other improvements were made, including the con- 
struction of 26.89 miles of additional sidings and yard tracks. 


EQUIPMENT. 

Expenditures were made for new rolling stock as follows: 
TLECEE PRBSRRE DODOIINTIORG 5 55 6:55 5 ce iss 54:10:65 sons 01505 5 0 <6 ¥ic'0-8 $69,550.12 
ROE RIES POUIT ON ns cin ina bres Ch wa bheh hh besos seme 277,799.32 
Twenty-seven steel passenger train CarS.........-ceeseeeeeeee 377,885.41 
ROehss ReReeMnNIANE SPD ONO RNG So ccs on cas 4 aw dees KOKA SD 789,609.46 
Six caboose cars built at Company’s shop........2..ccescosee 5,843.84 
TLRPOE EDEOMDIVE TANG TGIGS ooo 60s 5.0.5 vb ees.o ee sewesaesee 21,930.07 
[Pie RE TE MRE Hos aan s sks eS aS S SS SES4 SS Nhe oes baw Ses 4,163.36 
ee ae, ee eee See a ST oy re 3,866.72 
Steel underframes applied on four hundred and eleven freight 

te MORES Cube Laks woh anise ben eee enon sae eas <6 sess is pees 26,321.36 
Steel side stakes applied on two hundred and thirty-six freight 

I TENE och uke cs an bGWs causa es obsess Sh sissues sauau sone 3,954.34 
Sundry other betterments, including re-classification or transfer 

of rireteen freight train cars and twenty-five work equipment 49.963.33 


cars 


SCOHHSHSHOHESES SELECT ESESHHOSOSESESSELEHEOHOSHESSHHSESEO® 


$1,628,887.27 
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In addition to the above, fifteen freight locomotives, two passen- 
ger locomotives, and one thousand steel underframe freight 
cars for commercial traffic were purchased, but owing to late 
delivery will be accounted for in next year’s report. 

There was credited for equipment sold, transferred or de- 

stroyed, the following values, charged in part to Operating 


Expenses, and the balance, representing the depreciation 
since June 30, 1907, charged to Reserve for Accrued De- 
preciation. ‘ 

CORE TIGNES 5 sna cede ai staseds nae wawiane iene $3,459.45 
Seven: PassONGer IOI CALC .6 5.65 ce dciacwarecwarsece 13,056.08 
Six hundred and sixty-one freight train cars........ 290,776.20 
Twenty-eight work equipment cars.............++++ 11,222.27 

———-_ 318,514.00 

DUBNER TOCURSEE Olin c6 kt Rieecieiclescaieis ee oes o-0 8Wic ne'er $1,310,373.27 


The total tractive power of engines aggregates 10, 643,255 pounds, an 
increase of 710,362 pounds over last year. The average tractive power of 
each engine increased 765 pounds, being 34,782 pounds as against 34,017 
pounds last year. 

The total carrying capacity of cars in freight service now amounts to 
737,498 tons, an increase of 28,685 tons over last year. The average carry- 


ing capacity or efficiency of each freight car increased 1.03 tons, being 
42.29 tons as against 41.26 tons last year. 
The reserve for accrued depreciation of equipment on June 30, 1914, 
is as follows: 
On CAIRO Y CINE 6.5505 55:6 oc see te weleewaeagare $1,912,961.95 
Os Tenge GNOME 5:5 <9. oa.0d ean ae elncewernes 190,949.67 
MN rena cs reuse hate Snlo C ova Re Osa paler MuneN onic saa wee atone $2,103,911.62 


FASSENGER REVENUES. 
The gross passenger revenue, the largest in the history of the Company, 
amounted to $1,184,416.99, a gain of 5.04 per cent., or $56,804.87. 


The average rate received per passenger per mile increased 
being 27.01 miles, against 26.98 miles last year. 


.063 cent, 


The average distance each passenger was carried increased .03 mile, 
being 27.01 miles, against 26.98 miles last year. 
Pimeemers Carried: 6) S008 s oaks ec 06i coke et deesewns 2,059,683 
PAGSIOEES COTCIOU SE TOUS oie oi5. viernes erssisiee wcneues's 2,023,020 

As increase of 1.81: per Cent, Of... 6 eicssceeess 36,663 
Passengers carried one mile in 1914..............:0.- 55,632,097 
Passengers carried one mile in 1913.................6. 54,573,203 

An increase of 1.94 per cent., or.......... ata ai 1,058,894 

FREIGHT REVENUES. 

The average rate received per ton per mile increased .01 mill, being 
4.62 mills as compared with 4.61 mills last year. 

The average distance each ton was hauled decreased 2.31 miles, being 


161.04 miles, against 163.35 miles a year ago. 

Pending an adjustment of the miners’ wage scale most of the collieries 
shipping over your line were idle for about six weeks from April Ist. 
In spite of this loss, the revenue coal tonnage moved was the largest in 
the history of the Com any. All of the other general commodities show 
decreases, due to the depression of business, especially in the iron and 
steel trade. 

The revenue tonnage moved was as follows: 











1914. 1913. IncREASE. DECREASE. 
Bituminews coal. .<.i0i. 000% 8,176,430 7,980,204 196,226 
COUR Rapiecase sages wrod sic 393,358 593,447 200,089 
Tron’ Gi0! cnteesnsanecevens 699,702 781,201 81,499 
Pig and bloom iron........ 265,521 310,374 44,853 
ERC EERE oer 0 ase's0'0.0:5:0:0 2,760,038 2,825,382 65,344 
MOMALY didccuawitn es anne 12,295,049 12,490,608 
A gecrenet Of 1.57 Per COGE., OF 6s 6ok 6k ites eds 66655 Feces 195,559 
Tons: moved one mine 1b TOURS 66 ecco sds cso 1,980,012,951 
Tons moved one mile in 1913.. settee ee eeeeeeeee 2,040,358,520 
A decrease of 2:96 per Cent., OF.....sccccecccsccocvevees 60,345,569 


The result for the year is a loss of 2.74 per cent., or $257,936.90 in 
gross freight revenue. 


EXPENSES. 


Operating Expenses increased $272,171.61 or 3.55 per cent., due princi- 
pally to advances made in wages, the employment of extra trainmen in 
New York under the requirements of the so-called “full crew bill’ and 
the extraordinary expenses attending the large program of new work in 
progress during the year. 

The operating ratio increased 4.09 per cent., 
70.03 per cent. last year. 

The percentage of each group of operating expenses to gross earnings 
for the past five years, is as follows: 


being 74.12 per cent., against 





1914. 1913. 1912. 1911. 1910. 

Maintenance of way.......---- 13.52 14.23 12.52 12.57 13.65 
Maintenance of equipment..... 20.69 19.74 18.94 19.35 20.78 
Wrafie: ute uhcs ga vasa as soso 1.41 1.30 1.26 1.44 1.35 
WTAHEP OEM ODI .s/s.¢s'x, +s; 010'9 eles 36.23 32.71 32.88 32.11 28.55 
GbROrED soccer's kaos Sica eew este 2.27 2.05 2.14 1.81 1.74 
POUR? Sic nn 16-6 sesrw phe 95010 74.12 70.03 67.74 67.28 66.07 
The average cost per ton per mile is 3.23 mills, being .23 mill more 


than last year. 


RAILWAY AGE GAZETTE 
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The average number of revenue tons carried one mile per revenue 
freight train mile, excluding the mileage of helping engines, decreased 16.44 
tons, being 693. 60 tons, against 710.04 tons a year ago. 

The average number of revenue tons carried one 
freight engine -mile, including the mileage of helping engines, 
tons, being 454, against 462 a year ago. 

The averages for the past ten years are 


mife per revenue 
decreased 8 


as follows: 


YEAR. TRAIN Loan. ENGINE Loap. 
1905 507 374 
1906 525 418 
1907 543 435 
1908 530 371 
1909 597 400 
1910 638 420 
1911 635 430 
1912 647 439 
1913 710 462 
1914 694 454 


The average number of revenue passengers carried one mile per revenue 
passenger train mile is 40, being 1 more than last year. 


The non-revenue traffic, not included in any of the other figures of this 


report, is as follows: 
1914. 1913. 
Naiiber OF passeneOt ar iss ocd eicedeackiaweedede ewe 323,720 331,305 
Number of passengers carried one mile.......... 13,098,629 12,820,161 
DUCE OE ERIN ss o.05 5 eis 516 abide dca ecoeimeredaraewcinn 1,106,032 1,117,413 
Number of tons carried one mile...........ee0. 108,941,868 99,797,191 
LEASED LINES. 
Advances were made to leased lines for additions and betterment ex 


penditures, as follows: 


: ALLEGHENY & WESTERN RaAILway. 


DAG coe ote Soeaara oCeHa pax Ge MINS we Muenseoss $3,957.49 
Track fastenings and other material .............. 6,480.44 
Siditige and ‘spur trachiGisissc.c0:0vadewdeceesieeses 15,887.13 
Evan, CLargseiies PR: iieiaisiccctieceiwwiw seadiaraeeisiece 93,195.74 
Block and other signal apparatus.................. 5,018.26 
Telephone and telegraph lines ...............00.: 9,339.55 
New station, West Mosgrove, Pa.................. 1,696.04 
Terminal, New: Castle, Pac. ccccccscccccaceseaces 2,925.92 
CONG ORs ti ds dickens te hana naiemoes cans 115.97 
POG dscseatwesenetacuweda Se eee ee ee $138,616.54 
CrearFIELD & Manonine Raitway. 

OHS dia caccdtandins ewe meneaahodenmeuseasloeciew we $2,356.48 
Track fastenings and other material............... 2,213.37 
Sidings and Spur trackoe. cc. cicccccacceoccccesecd *. 44,443.50 
CTE TROON, Shoo 4.8 0:86-0:05. 40:3.40 RES CREASE a dO SIO 1,020.45 
ROR? Sidaewedesa ee tewhunwedicecukwsuesxres $50,033.80 


All of the above work is completed, 
Pa., 2.61 miles in length, which 
partment on November 19, 1913. 

FIRE INSURANCE FUND. 

The assets of this fund were increased $22,963.32 during the year, 
now amount to $282,507.47 in interest-bearing securities and cash. 

PENSION FUND. 

, created July 1, 1903, were increased $6,623.14 
now amount to $197,575.92 in interest-bearing se- 


including the branch at Craigsville, 
was turned over to the Operating De- 


and 


The assets of this fund 
during the year, and 
curities and cash. 

There were fifty-seven pensioners upon the roll on June 30, 
decrease of one during the year. 


GENERAL 


1914, a net 


REMARKS. 

The Ontario Car Ferry Company, Limited, paid a dividend of 5% for 
the year ending December 31, 1913. The sum of $12,485 received on the 
$249,700 of this Company’s stock was credited to Other Income account. 

To accommodate the increasing traffic, the Ferry Company has con- 
tracted for another boat, with the Polson Iron Works, Limited, of Toronto, 
Canada, to be delivered the ensuing year. 


The acknowledgments of the Board are renewed to the officers and 
employes for their faithful and efficient services, 
Statements and statistics of the operation of your road for the year are 


submitted herewith. 
By order of the Board, 
Witii1amM T. Noonan, 
President. 


Rocnuester, N. Y., July 3l1st, 1914. 


PROFIT AND LOSS ACCOUNT: 


June 30th, 1914. 
CREDIT. 
hy Balance (Sucplus, June: 30) 1918s 55 occ. iad s decie Secee sieves. $4,199,713.41 
By MISCELLANEOUS CREDITS— 
Unclaimed Wages, €tG) . osc ie siceee siveieciasn $2,846.11 
Discounts Gh deht retired. 2... ..cccecccevees 12,659.75 
DUNS FEO ibis 6 k'o-0 sad ew Ge ath eSeewas .83 
——-— 15,506.69 
ME Ne he teed ek GAO AAERERR EES ae ke ee eee $4,215,220.10 











‘456 


DEBIT. 
To appropriation to Sinking Fund of Equipment 
Agreement Series G for retiring bonds of 
said Series, the balance being appropriated 


from Net Income 


eee eens $ 


Premiums on funded debt retired. $2,775.00 


Discounts on funded debt issued. 


Loss on abandoned tracks........ 


To MisceLttanzous Desits— 


- - 100,892.63 


Losses resulting from adjustments 
required to bring to par, Securi- 
ties sold from Fire Insurance and 


Pension Funds 
Sundry items 


-- $4,312.53 
sin 11.01 


By Batance Surptus, June 30, 1914 (page 17)..... 


COMPARATIVE 


INCOME 


OPERATING REVENUES. 


- 


RAILWAY AGE GAZETTE 


138,433.05 


103,667.63 
4,787.59 


4,323.54 


251,211.81 


$3,964,008.29 





ACCOUNT. 





























$2,897.03 


Tota, Net REVENUE... $2,768,574.89 


$7,364.74 


$3,273,990.04 


Raitt OperaTIons— 1914, 1913. INCREASE. DECREASE. 
FreIGHT— 
wa i ees, « $5,904,105.54 $5,849,292.16 $54,813.38 
q [ME ccsssae akon 338,339.13 Te | re $190,708.36 
Merchandise ...... 2,911,497.08 ROSE 5 | 122,041.92 
| as S9,155:961.75 SOSTIB7BGS  — .ncscwss $257,936.90 
PASSENGER occocccecs 1,184,416.99 1,127,612.12 $56,804.87 
OTHER TRANSPORTATION— 
Excess baggage ... 9,344.93 J 3 Gs es 1,506.29 
RDP Occes css nese 52,834.38 50,368.92 2,465.46 
BRINOES  nsececeess 101,076.18 92,013.93 9,062.25 
MK? Sepitasooens 16,732.63 15,439.63 1,293.00 
Switching ........ 93,138.59 C8) ae ey 27,121.56 
Sundry sources 6,241.13 4,757.27 1,483.86 
a $279,367.84 $293,691.12 ........ $14,323.28 
OTHER OPERATIONS— 
Station and train 
privileges ....... 4,058.93 3,857.04 $201.89 
Car service ...... 21,866.00 21,688.00 178.00 
Ganson St. Docks.. 61,878.50 TANGO DO scenes 0% 16,588.00 
Sundry sources ... 4,004.80 UV? Ss oes er 6,047.83 
BML assshess $91,808.23 SLISDGE.1T 3 —«s—n in nw cses $22,255.94 
TotaL OPERATING 
REVENUES ...... $10,709,534.81 $10,947,246.06 ........ $237,711.25 
OPERATING EXPENSES. 
Maintenance of way 
and structures .. $1,447,952.93 $1,557,963.28 ........ $110,010.35 
Maintenance of 
equipment ..... 2,216,194.01 2,161,210.43 $54,983.58 
Traffic expenses.... 150,553.46 141,659.31 8,894.15 
Transportation ex- 
POENBEB .20s00s 3,880,160.28 3,580,617.38 299,542.90 
General expenses 243,202.21 224,440.88 18,761.33 
TotaL OPERATING 
EXPENSES ...... $7,938,062.89 $7,665,891.28 $272,171.61 
Net OperaTIinG REv- 
RT ipams an eee $2.771,471.92 $3,281,354.78 ........ $509,882.86 
OutTsIpE OPERATIONS— 
Revenues ........ 25,213.99 BE SEUSO 3 ssisuesss 367.61 
ee 28,111.02 DEAMGOS © .¥ssxexe 4,835.32 
eee wc ccccsses Qareeee Bret OS.FS = cvcveves $4,467.71 


$505,415.15 














Taxes ACCRUED ...... 234,000.00 216,000.00 $18,000.00 
OPERATING INCOME, 
Carried forward. $2,534,574.89 $3,057,990.04 ........ $523,415.15 
1914, 1913 INCREASE. DECREASE. 


OPERATING INCOME, 
Brought forward. $2,534,574.89 
OTHER INCOME— 
Rents—Hire 


Equipment 561,079.12 


763,046.87 


$523,415.15 


201,967.75 


Rents—Joint Fa- 
CHGS Gaueseces 
Dividends on 


stocks owned.... 
Interest on securi- 
ties, loans and 
accounts 
Release of premium 
on funded debt. 
Miscellaneous 


165,011.18 


12,485.00 


66,381.78 


3,402.71 
12,863.26 


158,198.06 


12,485.00 


68,933.63 


2,384.58 
13,669.59 


Vot. 57, 


$6,813.12 


eee eeeee 





No. 10 


2,551.85 


806.33 





TotraL OrHer In- 
COME 


$821,223.05 $1,018,717.73 


$197,494.68 





Gross CORPORATE 


InNcoME 


$3,355,797.94 $4,076,707.77 


$720,909.83 


DEDUCTIONS FROM GROSS CORPORATE INCOME, 
Rents AccruED FoR LEASE OF OTHER Roaps— 


Allegheny & West- 
ern Railway 
Clearfield & Mahon- 


$272,000.00 


$272,000.00 




















ing Railway .... 86,500.00 86,500.00 
Mahoning Valley 
Railroad ....... 15,000.00 15,000.00 
BML Gaccewes $373,500.00 $373,500.00 
Rents—Joint Facilities. 298,005.03 A 5) ie $4,984.52 
“* —Miscellaneous 16,883.87 be | I |; Ree ar 430.51 
ee ee $314,888.90 $320,303.93 ........ $5,415.03 
INTEREST ACCRUED ON FunpEp DEeBT— 
First Mert. Bonds— 
Roch. & Pitts.Rd. $78,000.00 $78,000.00 
Con. Mort. Bonds— 
Roch. & Pitts. Rd. 235,200.00 235,200.00 
Gen. Mort. Bonds— 
RB. BR. & P. Ry. 221,350.00 221,350.00 
Con. Mort. Bonds— 
a, & & 2. Re. 343,915.00 312,275.75 $31,639.25 
First Mort. Bonds— 
L Rok Cc. Ba: 17,500.00 17,500.00 
Equipment Agree- 
a es 415,422.38 391,584.02 23,838.36 
cb | eee $1,311,387.38 $1,255,909.77 $55,477.61 
Interest on Loans..... ere” © nusanwwesien 1,237.50 
Tota Depuctions. $2,001,013.78 $1,949,713.70 $51,300.08 
Net Corporate In- 
COME, Carried 
Forward ssccece $1,354,784.16 $2,126,994.07 ........ $772,209.91 
1914. 1913. INCREASE. DECREASE. 
Net Corporate In- 
COME, Brought 
POFRE 5 cc Kiaks $1,354,784.16 $2,126,994.07 ........ $772,209.9} 
DISPOSITION OF NET CORPORATE INCOME. 
APPROPRIATIONS— 
Pension and Insur- 
ance Funds $16,432.49 $1,497.51 $14,934.98 
New Equipment... 74,104.38 IZE OS BS assances $51,691.30 
Retirement of 
Equipment bonds. 274,247.29 S23 00000 9 sixcecun 48,752.71 
Divipenps DEcLARED— 
PREFERRED STOCK— 
(No. 40) 3% on 
$6,000,000, paya- 
ble Aug. 15, 1913 180,000.00 180,000.00 
(No. 41) 3% on 
$6.000,000, paya- 
ble Feb. 15, 1914. 180,000.00 180,000.00 
Common Stock— 
(No. 27) 3% on 
$10,500,000, pay- 
able Aug. 15, 1913 315,000.00 315,000.00 
(No. 28) 3% on 
$10,500,000, pay- 
able Feb. 15, 1914 315,000.00 315,000.00 





Total Charges... $1,354,784.16 $1,440,293.19 


$85,509.03 





BALANCE TRANSFERRED TO 
PROFIT AND Loss 
Account (page 15) 


$686,700.88 


eee eeeee 


$686,700.88 











